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reached the result we had sought for 
three years, we put on a night shift 
and have since used every available resource 
to complete the tools and accumulate a stock 
of parts for the commercial manufacture of 


Sane last February that we had 


machines. 


Parts for the first thousand machines were 
so far advanced in June that we began 
shipments then and coin registers will be 
coming thru regularly each week here- 
after. 


We call attention to the peculiar adapt- 
ability of this register to the center entrance 
cars now coming into use, on which its 
advantages over all other machines are even 
greater than on the other types of prepay- 
ment cars for which it was originally de- 


signed. 


- 


One half the seated passengers in center 
“entrance cars face the trip register which 
_ affords the only accurate means of checking 
_ any mechanical registering fare box. 


This. is the only machine with a visible 
“tp peuitter connected mechanically to the 


3 4" Beciuie of re ible trip register and 
“totali ‘it t does away with the need of 


n mn Boulevard 


The International Coin Register 


FOR PR EPAYM ENT CARS 


of the operation of such registers and the in- 
convenience of recording and balancing 
two or three totalizer statements. 


It also removes the chance of manipulation 
between the register and the money counter. 


Other exclusive features are: 


Ball bearings for main bearings with 
hardened and ground tool steel cups and 
cones. 


Chrome nickel vanadium steel, hardened, 
for principal parts. 


Shafts of tool steel hardened and ground. 


Coin handling parts of tool steel, hardened. 


Why do we go to the expense of making 
it stronger and more durable than any 
machine of the kind has ever been made? 


Because the constant wear of coins on any 
coin handling mechanism is so severe that 
the best material and workmanship are none 
too good. 


We have so much faith in the machine, 
that we are building a fireproof factory three 
times the capacity of our present factory. 


The coin register has come to stay. We 
are in business to stay. That is why we did 
not put out a half-baked machine some time 
ago. 


NTERNATIONAL REGISTER COMPANY 


CHICAGO, ILL. 


Subscription: U. S. and Mexico, $3. 00 
: ie -50 
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7-inch AC "Ammeter 
AC Ammeter DC Ammeter 


Pe Equip your Switchboards with 
geet ey instruments of a uniform ap- 
| pearance. os 


Westinghouse 


Switchboard Instruments 


7-inch AC Wattmeter 


besides representing a complete line of 
9-inch AC and DC round type, edgewise 
; and illuminated dial Meters, comprise 
7-inch DC Ammeter 
The only complete line of 7-inch AC 
and DC Meters on the market. 


These 7-inch instruments are as accurate and reliable in 

every particular as the nine-inch type but require 25 

7-inch DU Voltmeter per cent less switchboard space. You can mount three 
; in a horizontal line on a 24-inch panel; two in line ona 


16-inch panel. 9-inch DC Ammeter 


See Special Publication No. 1524. 


no —*.... Westinghouse Electric & Mfg. Company 


East Pittsburgh, Pa. 


7-inch Synchroscope 9-inch Synchroscop AC Ammeter Gane Peril ie A 
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There are several places in the ordi- 
nary car truck where case hardening 
can be used to good advantage. The 
_ process is so simple that it is surprising it is not used more 

often. No tools are required except a blacksmith forge. 
All that is necessary is to heat the article which is to be 


ADVANTAGES OF 
CASE HARDENING 


hardened to a dull red in a clean fire and then to cover it 
with powdered yellow prussiate of potash, the heating being 
continued while the potash is melting upon the PIECE 
after a few minutes of heating the piece is removed from 
the fire and chilled, a film of hardened steel which cannot 
be touched with the file is formed on the outside. Case- 
hardened parts where pressures are heavy and movement 
of the bearing surface is slight will last two or three times 
as long as when made of soft steel before showing any 
signs of wear. It is, of course, necessary when using a 
case-hardened pin to set it in a case-hardened bushing, 
inserted in the piece through which the pin passes. Other- 
wise all of the wear will occur at the hole, while the pin 
remains in its original condition. It is necessary in case- 
hardening any piece of metal first to turn it in a lathe so 
that a clean surface is presented to the action of the 
chemical. The layer of scale which exists on ordinary 
forgings will hinder the operation, which amounts simply 
to the addition of carbon to a thin layer of the iron on the 
outside of-the part treated, by the chemical action of the 
prussiate of potash. The thin skin of high carbon steel 
which is formed becomes exceedingly hard when the piece 
is immersed in water or otherwise chilled, but in view of 
the fact that the body of the metal is not affected its 
strength or elasticity is not impaired. Case hardening does 
not make the piece brittle, and the process can be applied to 
any mild steel or wrought-iron pin or bushing. 


A small amount of money expended 
STATIONS 


AND GROUNDS in making passenger stations and 


grounds attractive and sanitary is 
well worth while. 
erty value but serves to stimulate a class of traffic which 
would otherwise go to a competing steam road that has 
As a rule electric railways 


It not only increases the apparent prop- 


already learned this lesson. 
do not provide as many comforts for passengers as do the 
steam roads. Obviously this is due to the fact that a large 
percentage of the passenger traffic is short-haul and there- 
fore is not as rigid in its requirements for comfort. But 
the cost of making stations sanitary is not increased when 
the original design combines also permanency and low 
maintenance. Thus impervious floors and rough walls 
which will 
are just as cheap as any other kind of permanent con- 


not attract the scribbler and amateur artist 


struction. It is as easy to replace the sharp corner with a 
cove mold as to leave it open so that dirt may accumulate. 
In many cases the sanitary design of station construction 
has been used, but the agent has not been properly in- 
structed as to how often he must clean it thoroughly, or 
when he fails to conform to the instructions he has not 
been severely disciplined. Finally it does not require an 
expert landscape artist to lay out the walks, drives and 
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lawns about a station so that they will be attractive, and 
the time required in the upkeep of parked premises is neg- 
ligible. The regular section forces need spend no more 
time in cleaning up around attractive station grounds than 
around unattractive ones. At substations, where the at- 
tendants have considerable time which might well be util- 
ized in attending to a small park, the cost of maintenance 
is nothing, and the monotonous life of the attendant is 
relieved. Companies which have long recognized the real 
advantages of this practice are the Indiana Union Trac- 
tion Company and the Brooklyn Rapid Transit System, 
which have found that a secondary advantage is the elim- 
ination of a large amount of junk which would otherwise 
encumber the premises. As is well known, some steam 
railroads foster this desirable practice by offering prizes 
for attractive gardens and clean track sections. 


ENGINEERS’ WAGES One interesting feature of the hear- 
ON ELECTRIC ing now being conducted by the 
LOCOMOTIVES Straus Arbitration Board in New 
York on the proposed increase in wages of steam railroad 
engineers was the discussion as to the relative desirability 
of work on a steam locomotive and on an electric loco- 
motive. The representatives of the steam railroads took 
the generally accepted ground that electric: locomotive 
driving is not only much simpler than that on steam loco- 
motives, but that the work is more agreeable and com- 
fortable. To rebut this testimony the operatives introduced 
as witnesses electric locomotive drivers who complained 
that greater attention to apparatus was required than on a 
steam locomotive, that when stationed at the head of the 
train instead of behind the boiler they were in a more 
dangerous position in case of collision, and that in at least 
one case a former steam locomotive engineer who had been 
transferred to an electric locomotive had applied for his 
former position. Undoubtedly the mental and _ physical 
qualities required in the two classes of work are different, 
and as rebuttal testimony the operatives naturally made 
as strong a case for the arduous character of the work on 
It is difficult to 
believe, however, that at the same wages many engineers 


the electric locomotive as they could. 


would wish to transfer from an electric locomotive cab or 
the front end of a motor-car train to the cab of a steam 
locomotive in the same service. In the electric operation 
physical discomforts have been reduced to a minimum, and 
the man in charge of the train has simply to concentrate 
his attention to supervision over the movement of his train, 
The 
attitude taken by both sides in the controversy indicates the 
importance which in the minds of both operators and 
operatives electric traction will assume in trunk-line opera- 
tion in the future. In reply to an inquiry the representative 
of the operators stated that the principal reasons which had 
held back its development so far had been its high initial 
cost and the difficulty of working out a satisfactory arrange- 
ment for switching yards. 


and his yard duty is reduced in equal proportion. 


But these objections have not 
prevented the adoption of electricity for another important 
section of the line of the New Haven railroad between New 
York and namely that between Boston and 
Providence, as the announcement elsewhere in this issue 
of the early electrification of this division shows. 


Boston, 
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DRAWBACKS OF STUDENTS FOR SUMMER SERVICE 


With the inauguration of the summer season almost 
every electric railway finds itself faced by the problem of 
securing a large number of extra platform men to handle 
the expected increase in traffic. As this period coincides 
with the close of the college semester, it is natural that 
many managers should look for recruits among the stu- 
dents who will be free from school until the following Sep- 
tember. This preference for the college man is due, of 
course, to his better address and to the belief that his 
quicker intelligence will readily master the routine of plat- 
form work. These qualifications are excellent in them- 
selves, but they are not the only ones nor even the most 
important in a platform man. A New England manager, 
who has incurred much criticism from nearby colleges for 
his attitude, consistently refuses to engage students as ex- 
tras if he can obtain the sons of local farmers instead. He 
states in explanation that in his experience it is the tend- 
ency of many college men to take a rather flippant view 
of their responsibilities as platform men because of their 
short term of service, and some who are employed as con- 
ductors even act upon the principle, or lack of it, that their 
total summer earnings should be large enough to pay their 
expenses for the ensuing year at school. These charges, 
especially the latter, we admit to be serious ones against 
even the occasional college man, although it might be 
said in extenuation, of course, that the experience of 
this particular manager has been unfortunate and that he 
has happened to secure a number of young men whose 
minds and principles have not matured beyond the point 
when they think everything that they have to do is a Sor 
of joke. ; 

On the other hand, this manager has found that the 
young farmer boy manifests a much stronger sense of re- 
sponsibility and respect for his superiors. He is glad to 
return season after season to accept the wages offered by 
the railway, for these added to his earnings during sow- 
ing and harvest times will enable him to pass the winter in 
comparative ease. While he may be more awkward and 
less intelligent than his better-schooled rival, he is likely 
to be far more conscientious. So far as obedience to or- 
ders is concerned, it is well to bear in mind that many 
undergraduates are afflicted with that megacephalic disease, 
more commonly known as “big head,’ which makes them 
unwilling to respect an order from an inspector or train- 
master whose knowledge of good English is not as great 
as his railway experience and common sense. 

The moral to be deduced from the foregoing remarks is 
not necessarily that the delver in Greek roots should al- 
ways be cast aside in favor of the one who has dug for 
more toothsome tubers, but that each applicant should be 
considered upon the basis of individual character. The 
earnest, plodding student who is working his way through 
college should be carefully distinguished from the “rah- 
rah” classmate to whom life is still a lark. A like distinc-._ 
tion should naturally be made between the country dunce 
whose mind is too slow for railway work and the wide- 
awake lad who wishes to enter railroading during the sun 
mer months for the welcome contrast it affords to t 
monotony of the farm. 7 


Z 


ings. 


JubY 27; 19T2.] 


THE CROSBY RATE BILL 


The doctrine that public utility companies which have 
the right of eminent domain or receive public franchises 
from the state or municipality shou!d have their profits 
limited to a reasonable return upon the investment is one 
that is advanced frequently in this country. But it has 
always been impossible to secure unanimity of opinion as 
to what constitutes a reasonable return. Outside of the 
bargain that always takes place between borrower and 
lender, the reason for this failure to agree upon what is a 
reasonable return is found in the varying rates of interest 
that prevail in different localities and in the different de- 
grees of risk which affect every investment. The same 
kind of a difficulty arises when the attempt is made to 
define the term “investment.’’ In our discussions we have 
held to the view that in general this term as used in a 
current discussion regarding public utility regulation should 
mean the investment repaid by outstanding securities. That 
is to say that outstanding securities should be protected as 
a rule. We admit that it is not possible in all cases for 
the integrity of stocks and bonds to be maintained perma- 
nently even though they represent the actual investment of 
par or thereabouts by the holders. In some cases unfore- 
seen business conditions will cause failure. In other in- 
stances the burden of capitalization has been made so 
heavy by financial mistakes or misdeeds that it will not be 
practicable for the future to overcome the effect of the 
past. While, therefore, many conflicting views are enter- 
tained with respect to these questions, we believe that on 
one point most thinking men will agree, and. that is that 
the time has come when steps should be taken by those who 
are most concerned in these problems to establish at least 
the fundamental principles which govern this question. 

The Crosby bill, introduced before the committee on 
interstate commerce of the United States Senate and pub- 
lished in the last issue of this paper, will he'p to crystallize 
ideas on this subject by forming a basis for discussion, 
whether or not all those interested in the matter will accept 
We believe, however, that there will be 
general agreement upon Mr. Crosby’s broad statement that 
a logical distinction, so far as rate of return is concerned, 
can fairly be drawn between old investments in old enter- 
prises, new investments in old enterprises and new in- 
For each of the first two 


its conclusions. 


vestments in new enterprises. 
he provides a sliding scale of returns upon the investment 
or capital value, which he also defines, the return to depend 
upon the profitable character of the previous investment, 
and for new enterprises he allows a maximum of 15 per 
cent. This figure and those which he allows for old in- 
vestments in old enterprises and for the return on new 
capital in old enterprises will not, we believe, be criticised 
as too large either by the investor in railway undertakings 
or by those who have to raise capital for their extension. 
Whether these returns would be adequate to secure capital 
in either new or old railway enterprises in those sections 
of the country where the current rate of interest is high 
is perhaps open to some question. As the return to be 
allowed on old enterprises is based upon the earnings of 
the capital value of the property during five-year periods, 
the bill prescribes the method for determining these earn- 
It also defines “capital value” as the actual cash 


ELECTRIC RAILWAY JOURNAL 


rl7 


invested in the business, plus the cash value of services 
rendered to the carrier for its corporate purposes and plus 
the cash values of the property, corporeal or incorporeal, 
belonging to or used by the carrier for its proper corporate 
purposes. 

If an agreement is not reached between the government 
and the carrier as to the valuation so defined, it shall be 


determined by arbitration. This suggestion is certainly 


not orthodox according to that political school which be- 


lieves that a commission should bear the threefold rela- 
But if we 
forget for the moment any relation between the carrier and 


tion of prosecuting attorney, judge and jury. 


the commission except that one is an owner naturally inter- 
ested in seeing that the valuation is high and the other is 
the representative of the community and presumably con- 
cerned to keep the valuation low, the difficulty disappears. 
‘he two interests then are simply two parties with some- 
what opposing interests which in good faith desire a fair 
settlement of the questions at dispute. For such conditions 
resort to arbitration is usual. 

We have not attempted in this examination to consider 
more than cursorily the two or three most important fea- 
tures of the proposed rate bill. Undoubtedly, in a subject 
en which there are so many minds, opinions will differ 
radically on the advisability of the main plan as embodied 
in the bill and upon many of the details. But the problem 
is a new one in politics, using that term in its broad sense, 
and it is hardly to be expected that it will be solved in a 
moment or even within a year. 

But in considering any plan which limits the rate of 
return of an investment we must not forget that the danger 
is always present that the incentive for initiative and prog- 
ress may be destroyed. 
adopted it should be so high as to encourage and reward 
the enterprising company. 


Hence, if any limit should be 


The street railway industry, has 
a living example of the unwisdom of a small limited return 
in the Cleveland situation. The company in that city is 
restricted absolutely to 6 per cent dividends on its stock. 
The city.is straining every official nerve to keep the fares 
at the present low level without limiting too seriously the 
service over which it has control. A better arrangement 
as an incentive for 
This 


arrangement has been introduced successfully for both the 


would have been to offer the company 
lower rates a possible increased return on the stock. 
company and the consumers in the relations between the 
Boston Gas Company and the city of Boston. It is capable 
of application to the street railway industry by an offer of 
increased return for increased possible length of haul or 
increased use of transfer facilities. In any event an in- 
centive to enterprise is a wise feature of any plan providing 
for a limited return. If no such provision is offered and 
all companies engaged in like business are treated in the 
same way, there is not the constant spur to economy of 
operation and judicious management that ought to exist 
if the best service is to be rendered by officials and em- 
ployees. 

The question is one well worthy of discussion by the 
American Electric Railway Association and the presenta- 
tion of the Crosby bill at this time allows ample opportunity 
for its thoughtful consideration before the Chicago con- 


vention. 
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Wheel and Journal Maintenance on New York 


Subway 


A Description of the Construction and Methods of Maintenance of Wheels and Journals in the Severe Subway Service— 
A Radical Departure from Standard Design of Journal Brass Has Practically Eliminated Hot Journals 


It is probable that the wheels under New York subway 
cars are subjected to harder service than exists on any 
other railway in the country. The roadway has many 
sharp curves which have to be taken at high speed. Wheel 
loading is heavy and the braking is exceedingly hard on 
account of the high speed which is maintained right into 
the stations. The subway trains are run on a headway 
during the rush hours of approximately 100 seconds, so 
that the road during the heaviest traffic becomes almost 
equivalent to a continuous moving platform, and it is in 
consequence absolutely necessary to keep cars moving with- 
out the slightest check. The crowded condition of the 
trains as well as the nature of the supporting structure 
for the subway roof would cause a disaster of an appal- 
ling magnitude in case a derailment occurred. For these 


MMU 


y 
YH 


Min. Height 
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Max. Flat Spot, 
Manhattan Division. 


Note:- 


of wheels on motor trucks new wool waste is always used, 
but on the wheels of trailer trucks, owing to the easier 
service, old waste which has been combed and resaturated 
with oil is applied. 

The introduction of the new type of journal brass de- 
scribed later in this article has effected a very marked sav- 
ing in the cost of lubrication. In 1907 the cost of lubri- 
cating motor truck journals per 1000 car miles was 38 
cents. The cost of lubricating trailer truck journals was 5 
cents. The average for all classes was 25 cents. In July, 
I9gII, the cost per 1000 car miles was 23.3 cents and in 
January, 1912, the extraordinarily low figure of 10.5 cents 
was reached. 

At present a test is being made to determine how long 
motor truck journals will run without being repacked. The 


Care must be taken to hold Gauge so that 
Edge “A”’ will be in Horizontal Position, 


Min. Thickness 
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Flange. 


ie Flat Spot, 
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Fig. 1—New York Subway—Method of Using Wheel Defect Gage 


reasons the methods of the Interborough Rapid Transit 
Company used in the construction, repair and inspection 
of wheels under the cars have been brought to an-exceed- 
ingly high state of efficiency. 

INSPECTION AND LUBRICATION 

The methods of inspection and lubrication on the Inter- 
borough were covered in an article in the StrREET RAILWAY 
JOURNAL in the issue of April 4, 1908. As mentioned in 
that article, wheels are inspected every 1000 miles and are 
turned whenever they fail to reach a standard gage of 
which illustrations are shown in Figs. 1 and 2. 

The lubrication of journal boxes is also inspected every 
1000 miles and every box is repacked after 10,000 miles 
of service. In this connection it may be said that no free 
oil is ever applied. When a box is repacked the old waste 
is. entirely removed and the box is filled with properly 
worked and saturated waste, which, however, is not neces- 
sarily new. All waste used for packing is saturated with 
oil for a period of forty-eight hours in special tanks used 
for that purpose. Then it is drained for forty-eight hours, 
and when it is applied to a box no oil other than that con- 
tained in the waste is added. In packing the journal boxes 


journal boxes of forty-three trucks equipped with the new 
journal brasses have been packed with new waste in the 
customary manner and then sealed, and the cars turned 
into regular service. The list in Table I shows the dates 
on which tests were begun on a number of the trucks and 
the mileage from that date up to March 1. At that time 
not one of the forty-three trucks had shown a hot journal, 
although a few of the sealed boxes had had to be removed 
in order to turn tires on the wheels. 


TABLE I.—TerEsts on PackINe. 


Truck. New Packing Applied. Mileage. 
889 o=onseir 31,137 
998 9-991 25,140 
1034 9—19—11 25,941 
1266 er 26,411 
1655 9—22—11 24,892 
1859 918-41 27,444 
1862 10917 28,718 
1788 9—18—11 34,837 
1931 NS ih) 


28,876 ae 


_ Under present methods of inspection and lubrication h 
journals have become so rare that they are practically a 
negligible consideration. The record for the year 1 I 
and for two months of 1912 is shown in Fig. = ~ 
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The significance of these figures will be appreciated on 
account of the size of the unit taken as a basis. Hot jour- 
nals are so rare that it becomes convenient to refer to the 
number which occur per 1,000,000 car miles, or the distance 
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Fig. 2—New York Subway—Detail of Wheel Defect Gage 


which would be covered by a city surface car in about 
twenty years. 
WHEELS 

Solid rolled-steel wheels of 34%4-in. diameter for motors 
and 31%4-in. diameter for trailers have replaced all of the 
original steel-center steel-tired wheels. The use of solid 
wheels was necessary on the subway because the original 
wheel centers and standard tires furnished with the cars 
were incapable of withstanding the temperatures created by 


Subway Division. 
Hot Journals 
per 
1,000,000 Car Miles 

1911 
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Fig. \ 3—New York Subway—Graphical Record of Hot 
Journals 


the heavy braking. In fact, at one time on the subway 

loose wheels and tires occurred at a rate of ten per day. 
The solid-steel wheels are received from the makers 

with rims 33% in. thick. When the rim has been turned 
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down to 1% in. in thickness the wheels are scrapped. A 
limit mark showing the minimum permissible thickness of 
rim is shown on the outside of the rim when the wheel is 
received from the manufacturers. 

On account of the heavy curves and high speeds the 
wheel flanges do not run sharp as ordinarily understood. 
The flange wear, instead of commencing at the root of the 
flange, generally commences at the extreme outer diameter ; 
so that the flange, instead of having a vertical face on the 
outside when worn, is ground off into a straight surface at 
an angle of 60 deg. to the tread. This flange wear seems 
to take place on all wheels to a greater or less degree so 
that the treads never become appreciably hollow. 

Wheels are turned in two Pond center-drive lathes. Of 
these one is driven by a 20-hp motor and the other, which 
is of the newest and heaviest type of construction, by a 
40-hp motor. The latter is equipped with air-operated 
tail stocks and both have the cutting tools clamped in the 
tool post by means of compressed air. The output of the 
former lathe is twelve pair of wheels per day, while the 
latter machine has a capacity of twenty pairs per day. Pay- 


Fig. 4—New York Subway—Tire-Forming Tool with 
Milling Cutter 


ment of the operators of these machines is made by the 
inch of finished diameter of wheels. This ingenious 
method of making a piece price, which was developed by 
A. Gottschalk, general foreman of machinists of the Inter- 
borough Rapid Transit Company, keeps the operators from 
taking off more metal than is necessary, as any reduction 
from the maximum possible diameter produces a direct de- 
crease in the operator’s wages. The small lathe pays I cent 
per inch of finished diameter, but on account of its greater 
capacity and its labor-saving devices the large lathe pays 
but 4 cent per inch. 

The great stiffness and pulling power of the latter ma- 
chine permits the finished cut on the wheels to be taken 
with a forming tool which gives proper contour with one 
cut. While this method of finishing steel wheels is not new 
in the steam railroad field, its application to electric trac- 
tion is probably new. A photograph of the forming tool, 
together with the milling cutter used for forming and 
sharpening it, is shown in Fig. 4. ; 

In Fig. 5 there is shown the front side of the large 
Pond lathe. This machine is center-driven by a worm 
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meshing with a gear wheel of which some of the teeth 
show at the left of the cut. 
The gear wheel, which is made in accordance with 
the standard Pond design, is cast solid with the two 
interior face plates on a hollow shaft, and the whole is 
slotted on one side. When this slot is set horizontal and 
matches with an opening in the frame of the machine, a 
pair of wheels can be rolled into the machine and set in 
the centers, the axle passing through the slot to the center 
of the hollow shaft. The rim of the gear wheel has a 
hinged section not shown in the photograph which moves 
out of the way when wheels are rolled in or out. Wheels 
are rolled up to the machine on the two inclined rails 
shown at the bottom of Fig. 5. These are adjusted to the 
proper height for centering the wheels by a small electric 
motor which raises or lowers the ends next to the machine. 
At the right of Fig. 5 is shown the air cylinder which locks 
the tail stock in position by a cam after it has been moved 
up into place by means of another air cylinder not shown 
in the cut. Wheels are centered by a bushing split longi- 
tudinally into three sections and tapered on the outside. 
This tapered bushing is slipped over the journals of the 
wheels and fits into a tapered sleeve in the tailstock, which 
clamps the bushing on the journals after the tailstocks are 
moved into place. The face plate on each tailstock is fur- 


Fig. 5—New York Subway—Front of Wheel Lathe Showing 
Driving Dogs, Face Plate and Air-Operated Tailstock 


nished with three dogs which catch under the outside of 
the wheel rim and serve to take the inward pressure of the 
cutting tool as well as oppose the thrust from the driving 
dogs which are jacked against the opposite side of the tire. 

The driving dog shown in the center of Fig. 5 was de- 
veloped by the Interborough shop officials on account of the 
lack of rigidity which was found in the gripping device 
originally furnished with the lathe. The driving dog shown 
consists of a base bolted firmly to the headstock face plate 
and having a beveled ridge, shown on the lower side in the 
photograph, on one side. The grip, which consists of a 
toothed dog, is set against the inner side of the tire and 
pressure is applied to it by running out the screw jack 
shown between the dog and the base and which sets into 
recesses in each, 

Another small screw jack, which is attached to the dog 
as shown in Fig. 5, and which stands at 45 degrees to the 
side of the tire, is then set against the beveled ridge on 
the plate and tightened up solid against the tire, The 
angularity of the latter jack makes increased tangential 
pressure at the cutting tool result in increased pressure be- 
tween the driving dog and the tire. The parallel bar shown 
at the rear in Fig. 5 is used for gaging wheel diameters. 

It is interesting to note the speed at which all of the dif- 
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ferent operations on the wheel lathe are carried out. This 
is shown in Table II. 


TasLe I].—OprrATIONS ON WIHEEL LATHE. 


Time taken to set pair of wheels in machine cues cis us 5 = eee 
Actual time ‘of turning. .....+.sseeeeeee cess sete ree ce eteees 
Average reduction in diameter......++-++-e++ee 5 


5 minutes 
37 minutes 


Weight of metal removed from pair of wheels...... 


Time taken to remove wheels from machine.......+.+-++++ee+ 


WHEEL FITS 

Wheel seats on axles receive a dead smooth finish. 
After the finishing cut in the axle lathe they are run over 
lightly with a file. Wheels are bored with an expansion 
boring bar to required sizes and pressed on over a coat of 
white lead on the wheel seat. Motor wheels are pressed on 
at pressures between the limits of 60 tons and go tons. 
Pressures between 50 tons and 75 tons are used for trailer 
wheels. Gears are made with detachable rims and the 
centers are shrunk on the motor axles with a shrinkage of 
1/1000 in. per inch of diameter. They are heated in a gas 
flame for the application. Gear rims are shrunk on the gear 
centers with the same shrinkage, but are heated by im- 
mersion in boiling water. No trouble with burst wheels or 
gears is ever experienced. 

Motor wheel hubs on both sides of the wheel are banded 
with steel rings 2% in. high and 1% in. thick, the hub 
diameter at the point of banding being 10 in. The hub 
rings are added to give additional security against loose 
wheels and their installation has absolutely stopped this 
common trouble. They are shrunk on at gas-flame tempera- 
ture with a shrinkage of 1/1000 in. per inch of hub diam- 
eter. The rings are applied after pressing the wheel on the 
axle. 

No keys are used on either the gears or the wheels and 
no trouble with either loose wheels or gears is experienced, 
notwithstanding the heavy torques applied both in starting 
and in braking. The pressure required to remove the wheel 
alone amounts to about 300 tons. To remove wheel and 
gear together it is close to 400 tons. 

The average pair of wheels runs 15,000 to 20,000 miles 
before requiring turning, and each pair has a life of about 
five turnings, under ordinary circumstances, although the 
life of wheels is increasing very materially since the in- 
stallation of coaster clocks on the subway trains. This de- 
vice was described in the ELtecrric RatLway JourNAL of 
Oct. 30, 1909. It has effected an important saving in 
the power necessary to propel trains and has materially 
increased the life of brakeshoes. The results are due to 
the more skilful handling of the brakes by motormen, who 
receive premiums in accordance with their coasting records 
as shown by the clocks. 


JOURNALS AND BRASSES 


Axles were originally furnished with standard 5x9 in. 
M.C.B. journals and brasses, but these gave a great deal of 
trouble from heating. As mentioned in the first part of 
this article, a hot journal or anything else which might tend 
to cause delay is a very serious matter on the subway, so 
that the management was finally compelled to discard the 
standard M.C.B. brasses and design something which would 
stand up under the exceptionally heavy service. . 

After investigation the trouble was traced to the fact 
that the heavy and continuously repeated pressures exerted 
by the brakeshoes in a horizontal direction crowded the 
wheels and their journals away from the ceriter line of the 
journal brass. This would wear and even crush the babbitt 
on one side of the brass so that the brass would soon be- — 
come too large for the journal. The bearing area between — 
the brass and the journal became, in consequence, reduced, _ 
and this naturally produced heating. The management of — 
the Interborough company, after a considerable period de-_ 
voted to studying the conditions, developed a new form of 
brass which is shown in Fig, 6, and which is certainly a 
most radical departure from generally accepted standards. — 


— 
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The main feature of this brass is the full semi-circular 
cross-section, which gives an ample bearing on each side of 
the journal in order to take the horizontal thrust from the 
brakeshoes. The difference between it and the standard 
brass is shown in Figs. 7 and 8, which give a conventional 
cross-section of each type of brass in its box. It thus be- 
comes similar to the driving box brasses used on steam loco- 
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Fig. 7—New York Subway—Old-Style M.C.B. Brass in 
Place on Journal 


motives which have to take the thrusts of the reciprocating 
parts. It will be noticed in Fig. 8 that the usual collar on 
the journal has been turned off from the journal and that 
the side play of the wheels is taken up by a semi-circular 
bronze liner riveted inside the end of the brass. The object 
of this is to provide a large area, accessible to the lubricant, 
for taking care of the end thrust from the wheels. The 
absence of a collar and the movement of the journal longi- 
tudinally in the brass might appear to cause the wearing of 
a shoulder in the brass outside of the normal position of the 
end of the journal. This is, however, overcome by turning 
a groove just inside of the end liner, which is riveted to the 
brass, so that the actual bearing length of the brass on the 
journal is constant. A side play of % in. is allowed for all 
wheels leaving the shop. When this increases to % in. the 
end liners are renewed. The brasses are’ tinned inside and 
lined with 1/16 in. of babbitt. They are then bored out two 
at a time in a lathe. The babbitt lining is made up of 83 1/3 
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The success of the new type of brass on motor trucks has 
been so remarkable that plans are now being made to install 
them on all trailer wheels as well. As will be noticed in 
Fig. 8, the only change necessary on the journal box is a 
small increase in the length of the chafing plates at the 
sides of the box and a larger lug for the outer end of the 
steel bearing plate. 


Fig. 8—New York Subway—New-Style Journal Brass in 
Place of Journal 


CONCLUSION 

The unusual features in maintenance and design of 
wheels and journals, which were developed by J. S. Doyle, 
superintendent of car equipment of the Interborough Rapid 
Transit Company, have been introduced on the New York 
subway to meet extraordinarily hard conditions. All of the 
unusual precautions taken on this railway are perhaps un- 
necessary for average service, but the solutions of the 
various difficulties which were encountered serve as guides 
to the remedies for troubles occurring under ordinary 
conditions. 


CHILEAN ELECTRIFICATION DELAYED 


The Chilean government has decided not to accept the 
bids offered by the French Westinghouse Company, the 
Siemens-Schuckert Works and the Deutsche Bank, Ber- 
lin, Germany, for the electrification of the government 
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Fig. 6—New York Subway—Details 


per cent tin, 81/3 per cent antimony and 81/3 per cent 
copper. After boring, the brasses are applied to the jour- 
nals without any spotting or other attempts to improve the 
bearing surface. No test of any kind is made, even though 
the trucks may be put into express service at once after 
leaving the shop, but notwithstanding this no trouble ever 
develops with newly applied brasses. 


‘phase or single-phase current. 
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railway from Valparaiso to Santiago with either three- 
It has appointed another 
committee of engineers to prepare a proposition for new 
tenders. The electrification would cover the principal 
trunk-line system of Chile, which is practically parallel 
to the Pacific coast. The distance by rail between Valpa- 
raiso and Santiago is about 120 miles. 
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PAPERS ON DEPRECIATION IN AUSTRALIA 


During the third conference of the Australasian Tramway 
Officers Association, held at the university, Adelaide, S. A., 
on Nov. 1 to 3, 1911, two papers discussing the general sub- 
ject of depreciation were presented. Abstracts of these 
papers follow: 


DEPRECIATION AND SINKING FUNDS 


BY C. A. SMITH, A.C.U.A., ACCOUNTANT MUNICIPAL TRAM- 
WAYS TRUST, ADELAIDE 


I have decided to continue the discussion on depreciation 
and sinking funds as introduced by George Macoun in his 
paper, which was read before the Australasian Tramway 
Officers’ Association in Sydney on October 9, 1908. 

Mr. Macoun’s object was evidently to open up ground 
for discussion with a view of promoting a better understand- 
ing of the subject generally. He quotes the statement of 
James Dalrymple (manager of the Glasgow Tramways), 
who, at the Municipal Tramways’ Association at Leeds in 
September, 1906, said: “I have always looked upon munici- 
pal corporations very much as I look upon an individual. 
If I, as an individual, borrow £1,000 to start business, I 
must pay that £1,000 back before I am a free man,” and 
concludes that he approves of the remark “that a sinking 
fund has nothing whatever to do with a depreciation fund.” 
Undoubtedly Mr. Dalrymple is right in the latter contention, 
but his argument that because an individual should pay off 
his loans the corporation should do the same is not neces- 
sarily logical, nor is it incumbent upon the individual to 
repay his loans, unless, perhaps, with the borrowed capital. 
Mr. Dalrymple’s ideal of a “free man” and “free corpora- 
tion” is largely a matter of sentiment and will be dealt with 
in connection with municipal debt and credit later on. Mr. 
Macoun also says that at the same meeting G. W. Holford, 
general manager of the Salford Tramways, stated the view 
that rolling stock, buildings and overhead equipment could 
be maintained out of revenue, but that a reserve for re- 
newals of permanent way is absolutely necessary. I do not 
think it advisable to introduce to such an extent different 
principles in the treatment of different parts of the under- 
taking, as this destroys to some extent the value of the com- 
parative statements of operating costs. It is clearer and 
better to keep operating expenses, including ordinary 
maintenance, distinct from renewals, and separate accounts 
should be kept for the renewal of each class of plant and 


‘machinery, etc., but permanent buildings of an incalculable 


length of life may be maintained out of revenue. 

The rates at which the various tramway undertakings 
provide for their depreciation reserve are as variable as 
they are interesting. Especially interesting is the reserve 
of the Glasgow Tramways, which to-day stands at about 
50 per cent of the capital cost. In the opinion of Mr. 
Dalrymple, therefore, the Glasgow tramways have depre- 
ciated 50 per cent, notwithstanding their high standard of 
maintenance and the large sums already expended in re- 
newals. This is referred to as being a very gratifying 
financial position for the Glasgow corporation; undoubtedly, 
nevertheless, the reserve may be unwarranted, and I have 
very grave doubts as to whether the Glasgow corporation 
values its assets at only half of the capital cost. 

OBSOLESCENCE 

As Mr. Macoun has pointed out, obsolescence is a quantity 
as incalculable as an earthquake, and it may happen that in 
the reserve to cover obsolescence there may be a provision 
greatly in excess of the requirements of the more modern 
parts. Whichever way it may occur, in all probability it may 
only be partial in an electrical tramway system for a great 
number of years, and a large residual value may reniains 
but if it is a question of life or death, which we cannot 
cover by insurance, we must take the risk, 

As a matter of course the renewal fund is raised from 
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year to year, and renewals are made during the same peri- 
ods, so improvements are introduced and obsolescence 
gradually gives place to modern inventions, and the great 
“bogey” obsolescence, which has hitherto been more imagi- 
nary than real, is no more to be provided for, other than 
in the renewal fund, than an earthquake. 

Depreciation is not provided for generally by state gov- 
ernments, but they pay for their renewals, when conveni- 
ent, out of the then current year’s revenue. Such renewals 
sometimes include a proportion of capital expenditure left 
unrecorded as such. This is a system to be deprecated. 
Ultimately the undertaking may thereby show a greater 
percentage of revenue to the capital cost recorded in the 
books, but a government which treats its accounts in pros- 
perous seasons in this manner shows fictitious results and 
deludes itself and the public, believing that its railways and 
tramways are subsequently paying, whereas, had the capital 
expenditure out of revenue been capitalized instead of writ- 
ten off as expended, a loss might have been manifest later. 
Revenue expenditure is thus imposed upon in prosperous 
seasons, and the so-called capital cost is kept far below the 
actual capital outlay. 

This system is also to be deprecated because in poor 
seasons the permanent way and rolling stock become 
starved, and depreciation then sets in at.an increased ratio 
and there is no provision to meet it. Generally speaking, 
however, the tendency is to load the capital and let the 
working cost down too lightly. 

A company with keen competition and limited rights is 
situated very differently from a company with a monopoly 
and limited rights. Both of these must charge a price 
sufficient to cover all losses and also sufficient to provide 
profits with which to pay lucrative dividends. Again, a 
municipality with a monopoly and an unlimited franchise 
is situated so favorably that its costs of transport should 
be unapproached by any other system, being free from com- 
petition and the necessity of making profits. But under 
any system the price of the ticket should be sufficient. to 
create an ample reserve for renewals, as this undoubtedly 
is required to provide for one of the losses which should 
be.covered in the price paid for the fare, being the extent 
to which depreciation is estimated to have occurred. 

DEPRECIATION 

The subject is very wide because different classes of 
assets depreciate at different rates, but as a matter of prin- | 
ciple when capital is spent in the purchase of machinery, 
plant, land or buildings with a view to a profit being earned, 
provision must be made for the replacement of the capital 
before the return can be regarded as profit. 

In determining the rate of depreciation the main facts 
to be kept in view in reference to a particular subject are: 

First—The original cost. 

Second—The annual repairs required. 

Third—The probable life. 

Fourth—The market value. 

Fifth—The break-up or residual value. 

In allowing for depreciation the rate may be calculated 
on the original value or upon the diminishing value from 
which the depreciation of previous years has already been 
written off. 

Where the depreciation allowed is on the original cost 
a much lower rate is sufficient than where the depreciation 
is calculated on the diminishing value. The usual method 
is to calculate depreciation on the diminishing values, the — 
effect being that in later years the charges for depreciation _ 
are lighter; but this, as a rule, is counterbalanced by the — 
increasing cost of repairs as the assets get older. As an 
example, if the life of a machine be taken at twelve years’ 
with a residual value of 10 per cent of the prime cost, then : 
depreciation would need to be written off at 734 per cent 
per annum each year, To arrive at the same result, i 
percentage is written off the decreasing value each - 
will be necessary to write off at the rate of 17.46 per cel 
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per annum on the decreasing value; and again in providing 
a reserve for renewals to be invested at compound interest 
at current rates pending the amortization of the plant, a 
still lower percentage may be taken, shown as follows: 
£100 in twelve years on diminishing values, with a residual 
value of £10, equals 17.46 per cent per annum; £100 in 
twelve years on original cost, with a residual value of £10, 
equals 7.50 per cent per annum; £100 in twelve years in- 
vested at 3% per cent interest, with a residual value of £10, 
requires a reserve of 6.16 per cent per annum. 

The latter system of providing and investing the reserve 
is preferable, as the annual charge is regular and lower 
from the commencement, and there is provision available 
to carry out the renewals as they become necessary. 

RESERVE FOR RENEWALS AND SINKING FUND 

The reserve for renewals should stand distinctly upon its 
own foundation and not be associated with the require- 
ments of a sinking fund which may exist for distinctly dif- 
ferent purposes. 

The object of the reserve for renewals is to replace worn- 
out capital. The object of the sinking fund is to accumu- 
late capital for the purpose of paying back borrowed 
capital. 

The reserve for renewals and the sinking fund may be 
subject to the same natural law. 

In determining the reserve for renewals we take into 
consideration the amortization of the plant and provide for 
its continuance, or, in other words, we keep up the value of 
the capital, either in plant or investments, and base.its up- 
keep on its life. 

In determining the sinking fund, should we not also con- 
sider the amortization of the community, which is respon- 
sible for paying off the loan, or whether the community 
may be considered at all to amortize? In the former case 
the machinery and plant will, we know, be entirely renewed 
in a given number of years, and the community using that 
machinery and plant will be obliged morally and econom- 
ically to pay the cost; but having done that, the community, 
as a community, continues as juvenescent during the period 
of the depreciation and renewal of the whole undertaking. 
Also, as a sinking fund is the accumulated wealth of a con- 
tinuing community, the question is, how far will the pres- 
ent generation participate in the advantages of the sinking 
fund? and just to this extent should they contribute toward 
it in the price they pay for their tram fare. It is not a 
simple proposition that if the life of a generation is forty 
years one-fortieth should be paid off yearly; but the propo- 
sition is this—provided that obsolescence is not contem- 
plated, at what rate should a continuing, ever-juvenescent 


_ and increasing community accumulate capital in the torm 


of a sinking fund, or is there any moral obligation or eco- 
nomic reason why it should create a sinking fund at all? 
In forty years, in all probability, owing to the increased 
population, the debt per head will have been reduced 50 per 
cent, and with increased land values I consider it quite 
unnecessary to bestow upon the next generation a system 
fully equipped and free of cost. 


DEPRECIATION, RESERVES AND SINKING 
FUNDS 


BY W. 0. STRANGWARD, F.I.A.V., SECRETARY PRAHRAN & MAL- 
VERN TRAMWAYS TRUST, VICTORIA 

The question for consideration is “How can justice be 
done to both present and future generations?” Once the 
main principles are decided, the proper percentages to be 
allowed are largely an engineering problem. : 

Theoretically I think three distinct reserves should be 
established: (a) reserve for depreciation; (b) reserve 
for equalization of cost of renewals; (c) reserve for obso- 
lescence. 
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RESERVE FOR DEPRECIATION 

Bearing in mind that an undertaking such as a tramway 
must, in order to do its work efficiently, be kept in first- 
class working order, it is submitted that practically the 
whole of the depreciation (except on rails or sleepers) 
which cannot be met by a proper expenditure upon main- 
tenance will take place during the first few.years of its 
life, and that, this point being reached, further deprecia- 
tion practically ceases. The principal assets of a tramway 
are as follows: 

Permanent Way.—Where the road construction is some 
form of macadam, wear and tear should be provided for 
(with the exception of depreciation of rails and sleepers) 
by expenditure on maintenance. 

Rolling stock, overhead construction, power plant, etc., 
depreciate rapidly during the first few years up to the point 
where renewals more or less extensive are required, when 
further depreciation stops. 

Buildings depreciate gradually at a very slow rate. 

Land can be ignored. 

While, therefore, depreciation on most of the assets com- 
mences to operate at once, and can never (looking at the 
undertaking as a whole) be entirely restored by renewals, 
it is also true that at a comparatively early date further 
depreciation will practically cease. 

From this it would appear that a reserve for depreciation 
of moderate extent should be accumulated by annual contri- 
butions from revenue, spread over an extended term, and 
that as soon as this agreed-upon limit is reached, contribu- 
tions to the fund should be discontinued as far as the assets 
thus dealt with are concerned. 

RESERVE FOR RENEWALS 

I consider this fund is simply a fund to equalize the an- 
nual charge for renewals. For the purpose of comparing 
results from year to year, and also with the object of main- 
taining the value of the total assets of the undertaking at 
their original cost, a reserve for renewals should be estab- 
lished. While items like motor equipments, plant, etc., 
wear out rapidly and require complete replacement within 
a comparatively short period, it is impossible to start re- 
newing them at once, and in the case of a new undertaking 
there will be a tendency for renewals to mature at com- 
paratively close dates. Although a liberal policy of repairs 
may be adopted, the stage will soon be reached when it is 
unprofitable to expend funds upon partial repairs, and re- 
newals more or less complete must be effected. It is not, 
however, advisable that the cost of such renewal should be 
debited to revenue account for the particular period during 
which the work is done, therefore the renewal reserve 
should be replenished by an equal annual contribution, and 
the cost of all renewals charged thereto. In deciding the 
amount of renewals reserve fund to be eventually main- 
tained, the cost and life of each renewable asset should be 
estimated, and an endeavor should be made to keep the 
reserve at approximately that figure. 

Considering that most of the assets are capable of being 
maintained in an efficient state out of ordinary maintenance 
and gradual renewal, the percentage which this fund should 
bear to the total cost of the undertaking will be compara- 
tively small, and such percentage will be reached at an 
early stage. This would avoid the apparent anomaly pointed 
out by Mr. Smith in connection with the Glasgow Municipal 
Tramways, which he suggests are assumed to have depre- 
ciated by 50 per cent. 

RESERVE FOR OBSOLESCENCE 

Here we come to a contingency which Mr. Smith dis- 
misses somewhat lightly, but which, to my mind, is real and 
important. Invention moves so rapidly that we can almost 
assume that within a relatively short period the most up- 
to-date tramway will become to a large extent obsolete 
and its proprietors faced with alternatives, either to con- 
tinue to operate with a system inefficient or uneconomical 
or to consign a large proportion of it to the scrap heap. 
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The first alternative cannot be contemplated by a progres- 
sive community, the second means further borrowing and 
consequently paying interest upon two capitals and ts also 
unjust to succeeding generations. In the case of tramways, 
the principal danger of obsolescence is in connection with 
the rolling stock, rails, power plant and overhead equip- 
ment, and the total cost of these items may amount to a 
very large percentage of the original cost of the under- 
taking. A radical change could not be made gradually. 

A good illustration of this point is the Melbourne Cable 
Tramways, which were constructed by the Melbourne 
Tramways Trust, of which I am treasurer. The Melbourne 
Tramways were built about twenty-five years ago and were 
considered among the most up-to-date tramways then exist- 
ing, yet it is probable that almost the whole of its under- 
taking will be scrapped in favor of electric traction within 
a very few years, and further, that in all probability very 
few of its assets can be again utilized. The costly tunnels, 
steam plant, 67-b. rails, ropes and cars are useless for e’ec- 
tric traction. It may be conceded that the lessee (the Mel- 
bourne Tramway & Omnibus Company) has maintained it 
in good working order, but it is obvious that no ordinary 
renewals reserve could possibly meet the present crisis. 
Fortunately, however, a sinking fund was provided, which 
will, three years hence, repay the whole of the borrowed 
capital and allow us to make a fresh start. The people of 
Melbourne twenty-five years ago had in mind a going con- 
cern “free from debt,” but to prove the fallacy of their 
hopes, if the change to electric traction be made, practically 
the whole of the cost will have to be re-borrowed. 

The third reserve, therefore, should be a reserve for obso- 
lescence under whatever designation may be given it. In 
order to arrive at its amount, an estimate should be made 
of the cost of all the assets (after deducting the before- 
mentioned depreciation and renewals reserves) which can 
reasonably be considered as liable to become out of date 
—in our case it may include even most of the buildings— 
and such reserve should be accumulated by regular contri- 
butions from revenue account spread over an agreed-upon, 
but lengthy, period. 

I have detailed at length some of the considerations which 
should be borne in mind in deciding upon the necessary 
reserves, but in actual practice two funds should suffice, 
viz., reserve for depreciation and renewals and reserve 
for obsolescence. The contribution to this latter reserve 
should not, however, be formed with the object of extin- 
guishing the original debt, nor should its annual amount 
be fixed by the term of the loan. It should, I think, be de- 
termined by the consideration stated. 

The Prahran & Malvern Tramways Trust, of which I 
am secretary, has, by act of Parliament, two reserve funds, 
the first being a “renewals reserve fund” to provide for de- 
preciation and renewals, the second a “maintenance reserve 
fund.” A profit and loss account is presented to the trust 
every twenty-eight days. Most of the items are actual, but 
many items of expenditure are arrived at by averages. We 
find these estimates coincide almost exactly with the sub- 
sequent half-yearly revenue account. In order to spread 
the cost of maintenance equally throughout the year, and 
also to provide for the fact that the charge for maintenance 
will tend to increase in the future, each month’s revenue 
account has so far been debited with a fixed charge of 1 
penny per car mile. The first sixteen months’ operations 
show that, on the I penny per car mile basis, a small sur- 
plus remains to the credit of the maintenance reserve fund. 
It is now proposed to increase the monthly charge to 1.25 
pence per car mile, which will, for the present, at any rate, 

rovide a substantial surplus toward future maintenance. 
The estimated amount required for renewals reserve is also 
divided by thirteen and debited monthly. 

Very little extra work is entailed in the production of a 
reliable twenty-eight days’ revenue account, and it has 
already proved valuable for comparative purposes, 
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It is.submitted that the investment of the various reserves 
is a question of policy dependent upon the surrounding 
facts. Where a tramway authority is continually extend- 
ing its undertaking, it may, and probably would, be finan- 
cially justified in investing all its reserves in extensions. 
Interest on the reserves should be credited to such funds. 
Should such funds be required, loans to recoup the reserve 
funds can be raised, and a substantial saving in interest 
(apart from the actual rate of interest) be effected; but 
where the undertaking is complete easily realizable modes 
of investment must Le sought. 


FORT SMITH (ARK.) TRACTION COMPANY'S UNIQUE 


WINDOW DISPLAY 


The Fort Smith Light & Traction Company, Fort Smoth, 
Ark., has recently installed a window display in its office 
which has attracted a great deal of attention and at the 
same time emphasized this company’s ability to serve the 
public. The display includes a miniature baseball diamond 
with the players in position. The grounds are made of 
sand dyed grass-green and the base lines are of salt. Just 
outside the window is a miniature car which conforms to 
the Fort Smith company’s standard equipment, giving the 
impression that it is waiting to handle the people at the 
close of the game and indicating that the traction com- 


Window Display at Fort Smith 


pany is ever ready to serve its patrons. The car was built 
and presented to the management by an admirer of its 
service, at the celebration held in honor of the opening of 
trafic across the free bridge which connects Van Bureu 
and Fort Smith, noted in the Erecrric RatLway JOURNAL 
of April 20, 1912, on page 677." 


President Madero of Mexico spent a week-end recently 
visiting the power plant of the Mexican Light & Power 
Company at Necaxa, in the State of Puebla, 100 miles from 


the capital. The President was accompanied by members 


of the cabinet and foreign diplomats, totaling sixty. The 
members of the party were the guests of the Mexican Light 
& Power Company, which was represented by Harro Harr- 


sen, general manager. The visitors spent all of Sunday — 


inspecting the work. Briefly, the Necaxa project com- 
prises five great reservoirs with a combined capacity of 
171,500,000 cu. m. of water. 


of water tunnels alone will have a total length of 30 km. 


Two proposed additional — 
reservoirs will increase this volume about 70 per cent. The - 
area drained amounts to approximately 180 sq. miles. The | 
reservoirs are linked by a system of tunnels. One series 
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A NOVEL OVERHEAD CONSTRUCTION UNDER A 
VIADUCT 


BY GEORGE H. LYNE, RECENTLY SUPERINTENDENT HENDERSON 
TRACTION COMPANY 


At the intersection of Fourth and Elm Streets, Hender- 
son, Ky., the track of the Henderson Traction Company 
passes under a viaduct which supports the track of the 
Louisville & Nashville Railroad. The distance from the 
top of the rails of the street car track to the girders of the 
viaduct is only 13 ft. 9 in., while a steam side track runs 
directly along the north side of the viaduct and crosses the 
street car track at grade. It is necessary that the trolley 
wire over this side track should be sufficiently high to clear 
a man standing on top of a freight car. 

To care for the trolleys at this point had always proved 
an exceedingly troublesome matter until the device about 
to be described was adopted. It was necessary for the 
trolleys to be almost perpendicular directly outside the via- 
duct and almost flat on the roof of the cars while passing 
under it. The device first used to take care of this condi- 
tion proved a constant source of annoyance for about twelve 
years but was retained for want of something better. it 
consisted of a slide to which the end of the trolley wire was 
attached. This slide could be raised or lowered in a verti- 
cal guide attached to the side of the viaduct girder, by 
means of a rope led over pulleys to within reach of the 
ground. The trolley wire was normally left in the low 
position, but whenever it was necessary for a switch engine 
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ing contacts, and this in many cases caused the trolleys to 
fly off. 

One-man cars are operated in Henderson, so in every case 
when the trolley left the wire it was necessary for the 
motorman to go back and replace it, and as the slide often 
got into such condi- 
tion as to throw the 
trolleys off every 
trip, the amount of 
delay occasioned at 
this point was quite 
serious. Further- 
more, inexperienced 
motormen would fail 
to realize that the 
trolley was off and 
accordingly would 
sometimes let their 
cars roll back, with 
the result that either 
the trolley pole 
would be crushed 
double against the 
girder or the trolley 
base would be torn 
completely off the 
cats) On one: occa- 
sion a motorman 
went back to re- 
place his trolley 


Curved Trolley Slide at Side of 
Viaduct 
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on the side track to pass the point the switch crew raised 
the trolley wire to the high position while the engine was 
passing. When first installed it worked very well, but after 
a few months the fastenings of the trolley wire to the slide 
became loosened, leaving a gap between the fixed and slid- 
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bas Cross-Sectional Elevation Showing Angle Iron Trough Under Viaduct 


without first taking care that his controller was in the 
off position, and although he replaced the trolley without 
difficulty, he had a long foot race to run before he recovered 
his position on the front platform. Sometimes boys would 
raise the slide a few inches, and the next trolley to come 
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along would be caught and the pole jerked out of the base. 
Further trouble was caused by inexperienced crews in 
charge of the Louisville & Nashville switch engines who 
would work havoc by trying to run by the point without 
first raising the wire. Repairs alone were a heavy item. 

The present device, which was installed last August, has 
solved the problem satisfactorily in every respect. As 
shown in the cut on page 125, it consists of a 4-in. x 4-in. 
x %-in. angle iron, bent to the proper shape and suspended 
corner up so as to act as a guide for the trolleys. The 
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simple exterior shown in one of the accompanying illustra-_ 
tions. As indicated on the plan, the building consists of 
eight 80-ft. x r10-ft. 6-in. bays with firewalls between. The 
openings between the bays are covered with the fire under- 
writers’ standard tin-clad doors. The shop iS served with 
a transfer table of 90 tons capacity. Kinnear steel rolling 
doors protect all openings at the transfer table. 

Seven of the bays have five tracks each, giving a total 
capacity of seventy cars. The west bay has one track from 
which all material received is unloaded to the partitioned 
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Plan of Los Angeles Paint Shop 


long curved part outside of the viaduct is held rigidly by a 
strut of 6-in. x 6-in. timber, fastened to the angle by bent 
clips of 5/16-in. flat iron and attached to the girder at the 
side of the viaduct. Side sway is prevented by insulated 
stays running between -the outer end of the strut and the 
girder. The action is very simple. Trolley wheels of 
northbound cars, as shown in the half-tone, follow the uv- 
ward curve of the angle iron until the high portion of the 
trolley wire is reached, but when going in the opposite 
direction the lower portion of the pole strikes the angle 
where it curves under the viaduct and the contact is made 
without the wheel until the car has proceeded well under 
the viaduct, when the wheel itself reaches the angle. 

No trouble whatever has been experienced with the 
device, and not a cent has been expended on it since its in- 
stallation. Before it was installed some fear was felt that 
it would cause damage to the trolley poles and bases, but 
experience has demonstrated that such fear was entirely 
groundless. The device was designed by the writer and 
was installed by the bridge department of the Louisville & 
Nashville Railroad. The cost was about $150. 


REINFORCED CONCRETE PAINT SHOP 


The Los Angeles (Cal.) Railway has had in service for 
some time a reinforced concrete paint shop at South Park 
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which combines the two essential features of resistance to 
fire and abundance of light. Furthermore, the use of con- 
crete lent itself to the design of the handsome though 


General View of the Reinforced Concrete Paint Shop of the Los Angeles Railway 


storeroom alongside. This storeroom is fitted with sashes 
on the unloading side. It has two 5-ft. x 7-ft. fire-door 
openings, one of which leads to an office 16 ft. x Io ft. 
6 in. in area, located in a corner of the storeroom. The 
toilet room is also located on the ground floor of the west 
bay. This section also has a mezzanine floor covering the 
entire bay except the space over the tracks which is re- 
quired for car clearance. The mezzanine is used for the 
upholstering department. It is served with an elevator of 
1% tons capacity and an easy flight of stairs. 

The beams, girders and columns of this building were 
constructed with Kahn trussed bars, while all inside parti- 
tions are of Hy-rib reinforcement plastered on both sides. 
The outside of the building is of a modified classical archi- 
tecture with a sand-floated finish. In order to obtain all 
the natural light possible, the company installed 4680 sq. ft. 
of United States steel sash and a skylight containing 22,400 
sq. ft. rough wired glass. The inside of the building is 
whitewashed, a condition which, in connection with the 
diffusion due to the rough glass, permits light to penetrate 
to every corner of the building. The floor is of concrete 
covered with 1-in. dressed pine which is nailed to redwood 
sleepers. There are no pits. Fire protection is furnished 
by means of a system of 2-in. fire stands, the water supply 
for which is obtained from a high tank close to the build- 
ing and from the water mains of the municipality. 


_ All plans and calculations for this paint shop renee le 
in the offices of the \Los Angeles Railway under the 
tion of G, J. Kuhrts, chief engineer. 7 
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THE BOSTON STRIKE SITUATION 


The Boston strike has continued to occupy a large share 
of the local newspaper space during the past week, and 
while the volume and quality of the service have been 
maintained by the Boston Elevated Railway Company at 
the usual high levels of efficiency, the situation has been 
somewhat complicated by an apparent disposition to play 
politics and truckle to the labor vote on the part of various 
state and city officials. At the end of last week a mass 
meeting of strikers and sympathizers was held at the Bos- 
ton Arena, where a large crowd, including many curiosity 
seekers, listened for several hours to the fervid oratory 
of agitators and union organizers who attacked the policies 
of the company and its officials ad libitum and endeavored 
to set in motion a municipal ownership campaign, to inau- 
gurate a labor party in politics and to create enthusiasm 
for a general sympathetic strike in Greater Boston as pana- 
ceas for the troubles of the union organization. Following 
this meeting District Attorney Pelletier, a candidate for 
the Democratic gubernatorial nomination in the coming 
fall campaign, began an investigation at the behest of the 
strikers leading to the summoning of the grand jury to 
consider charges of perjury against various company wit- 
nesses before the State Board of Arbitration and Con- 
ciliation. As a result of the investigation the grand jury 
was called into session and the depositions of a large num- 
ber of strikers and loyal employees of the company have 
been taken. 

On Monday night the investigating report of the Board 
of Arbitration and Conciliation to Governor Foss was made 
public. This document placed the blame for the calling of 
the strike upon the company, and in practically every para- 
graph disclosed its weakness as an ex parte pronounce- 
ment completely biased in favor of the employees who par- 
ticipated in the walkout. The report ignored all considera- 
tion of the rights and privileges of the company and the 
public, and had it been admittedly written by the strike 
leaders it could not have been more lacking in the judicial 
fairness which has hitherto characterized the majority 
The report in- 
cluded many drastic criticisms of the quality of the service 
and the personnel of the men called by the company to oper- 
ate its cars after the walkout, but deliberately shut its eyes 
to the assaults, attempted derailments and dynamiting of 
cars by men wearing the uniforms of former employees of 
the company or by their sympathizers. Upon the receipt 
of the report Governor Foss, also a candidate for Demo- 
cratic nomination, issued a statement criticising the com- 
pany for its determination to administer its own affairs in 
its own way and blaming it for the failure of the Legislature 
to pass his “pet” public utility commission bill during either 
of the past two sessions. District Attorney Pelletier also 
issued a statement attacking the firm stand of the judges 
in the lower courts on behalf of law and order and scoring 
the sentences imposed in these tribunals upon rioters caught 
in the act of assaulting persons and property. 

At the request of Governor Foss and Mayor Fitzgerald 
of Boston the executive committee of the Boston Elevated 
Company, including President Bancroft, consented to con- 
fer with the above gentlemen on Wednesday and Thursday 
regarding the issues at stake. At this writing the outcome 
of these conferences has not been made public. The fol- 
lowing quotation from the Boston News Bureau of July 25 
expresses in sarcastic vein the attitude of the present pub- 
lic authorities toward the strike. situation, and a leading 
editorial in the Boston Transcript of July 24 criticises both 
the Governor and the Board of Arbitration for their failure 
to take a firm stand on the side of property rights and the 
maintenance of the public peace. Meanwhile the company 
is operating a full car service and is refraining from com- 
ment. The article from the Boston News Bureau follows: 

“We understand the Boston Elevated ‘strikers,’ en- 
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couraged by the public officials, are still demanding every- 
thing from riot rights to authority to say who shall and 
shall not be employed to operate the cars and collect the 
fares. ; Of course the District Attorney in his gubernatorial 
campaign can criticise the judge or jury, but the Boston 
Elevated, which must set the example of respect for law 
and order, can make no criticism of the findings of the 
State Board of Arbitration. 

“Boston Elevated may surrender its property to whom- 
ever it pleases and give up its charter rights, but if it 
yields one inch in defense of the majority of its employees 
who have so faithfully stood by it in this strike it will 
be as undeserving of a sound future as will be the city 
of Boston if it fails in any way to support its police com- 
missioner and the forces under him who have to this time 
so loyally stood up against lawlessness and riot. 

“Whatever of property or management rights the Bos- 
ton Elevated may be called upon to surrender by the state 
authorities, there is one thing we understand it will not 
surrender—the positions and rating of the men who have 
stood by the company. The promises made to faithful em- 
ployees by a corporation should have a more binding force 
than a mortgage bond. Property and public service have 
no value without integrity and loyalty.” 


ORDINANCE REVOKING CHICAGO RAILWAYS HOSFPI- 
TAL LICENSE VETOED 


The claim department of the Chicago Railways Com- 
pany, through frankness and an open statement offering 
the city authorities every facility to examine the methods 
and policies employed by this department, has succeeded in 
inducing Mayor Harrison to veto the ordinance the terms 
of which were noted in the Erecrric RatLtway JOURNAL 
of July 20, page 108. The ordinance was submitted to 
Sidney Ossoski, general claim agent, for his objections. 
In a reply to corporation counsel for the Chicago City 
Council the following statements were made relative to 
the requirements of the ordinance and in reply to the 
sensational newspaper articles which have appeared from 
time to time: 

“T. We do not kidnap persons who are injured by our 
cars. 

“2. We do extend best medical relief that can be ob- 
tained to persons injured, regardless of whether the per- 
son is injured by our fault or by reason of the injured 
party’s own negligence. 

“3. We do not keep knowledge of accidents from the 
police in a single case. They are always the first party 
notified. 

“4. The injured person is never taken to any hospital 
without his consent. 

“5. Injured persons are not compelled to await the 
arrival of any ambulance sent by the company if they can 
be taken care of in any other way. We never interfere 
or seek to get control of a case where the injured party 
has already been attended to before our ambulance ar- 
rives. Our methods are based on humane principles. No 
injured person who is taken to a private hospital is pre- 
vented from having his own physician; moreover, the 
friends and relatives of the injured party are always noti- 
fied immediately. No unfair advantage has ever been 
taken of any injured party. 

“6. There has never been a case in our experience where 
the relief extended by our company has not been the best 
and quickest relief that could be obtained under the cir- 
cumstances. 

“7 There has never been an instance where the injured 
party has had any complaint to make of the treatment re- 
ceived. On the contrary, we have a large number of let- 
ters of appreciation, voluntarily written by those who have 
received medical attention in personal injury cases, and 
praising our methods in the highest terms. A great deal 
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of medical relief has been given free of charge in cases 
where there has been absolutely no liability on the part 
of this company. 

“8. As regards the point that we frequently carry in- 
jured parties in ambulances sent by the company past the 
nearest hospital in order that they may be received at 
certain favored institutions, I beg to state that we are do- 
ing this for precisely the same reason that the Police De- 
partment carries an injured party past nearby hospitals 
in order to take him to the County Hospital. It is a well- 
known fact that many hospitals do not receive accident 
cases. Moreover, very few hospitals are equipped with 
automobile ambulance service, and we believe that where 
we furnish the ambulance service we are entitled to select 
some particular hospital where we know the injured per- 
son will be received and have skilful treatment. There 
is no loss of time by using this method for the reason that 
we do not make use of any one particular hospital to the 
exclusion of all others. On the contrary, we make use of 
various hospitals scattered throughout the city, always 
endeavoring to call assistance from some institution that 
can reach the scene of the accident in the quickest time, 
our territory being so widely scattered that sometimes one 
institution can reach the scene of the accident quicker than 
another, the length of run seldom exceeding four minutes. 
In our opinion it would be impossible to devise a system 
of humane treatment of injured parties that would pro- 
vide a more prompt and more efficient service than is now 
rendered by this company. 

“9. The Chicago Railways Company does not own or 
operate the Sheridan Park Hospital. The relations of the 
company with the Sheridan Park Hospital differ in no 
respect from its relations with other hospitals which are 
taking care of injured persons for the company.” 


MEETING OF THE COMMITTEE ON INTERURBAN 
RULES 


The committee on interurban rules of the American 
Electric Railway Transportation & Traffic Association met 
at the Blackstone Hotel, Chicago, on July 20. There were 
present C. F. Handshy, chairman, general superintendent 
Mlinois Traction System; W. H. Collins, general manager 
Fonda, Johnstown & Gloversville Railroad; Alexander 
Shane, general manager Indianapolis, Columbus & South 
ern Traction Company, and H. C. Donecker, secretary of 
the association. 

The first matter considered was a report of a joint sub- 
committee appointed by the committees on city rules and 
interurban rules to consider the matter of reconciling dif- 
ferences in the two codes. In a number of cases this was 
found to be practicable and necessitated only the revision 
of the wording in the rules of one or the other of the codes. 
The changes recommended to reconcile the two codes are 
as follows: 

City Rule No. 23, “Bell Signals: Signal from motor- 
man to conductor, “Two bells, watch the trolley, and dan- 
ger signal to the conductor,’ changed to read: ‘Two bells, 
pull trolley down to roof,’”” This makes this rule conform 
to Interurban Rule No. 98. : 

City Rule No. 23, “Bell Signals: Motorman to conduc- 
tor,” add “Five bells, watch trolley.” This makes this rule 
conform to Interurban Rule No. 98. 

The sub-committee mentioned also recommended that In- 
terurban Rule No. 183 be eliminated and City Rule No. 32 
be substituted therefor. This recommendation was ap- 
proved, with the exception that in the interurban rule the 
provision requiring motorman to look back before starting 
car should be eliminated, as the construction of many in- 
terurban cars makes it impossible to meet this requirement; 
this clause to remain in the city rule, however, if desired. 

Attention was drawn to the apparent conflict between 
City Rule No. 197 and Interurban Rule No. 377 on the 
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subject of defective transfers, and it was recommended that 
this matter be discussed on the floor of the convention. 

Suggestions and criticisms of certain authorities were 
then taken uv by the committee, and while it did not appear 
to be wise to approve certain of the changes proposed, a 
number were felt to be such as would improve the code 
and will, therefore, be embodied in the recommendations 
of the committee. The changes proposed and approved 
by the committee for presentation to the convention are as 
follows: 

Rule No. 92C now reads: “Swing vertically in a circle 
across the track when the train is standing,” and was re- 
vised to read: “Swing vertically in a circle at half-arm’s 
length across the track when the train is standing.” The 
diagram used is that shown on page 100 of the interurban 
rule book. 

In Rule No. 92E the words “in a circle” were elimin- 
ated and the rule was made to read: “Swing horizontally 
above the head when the train is standing.” The diagram 
used is that shown on page 102. 

Rule No. 149 was changed to require that one torpedo 
only is to be placed on the rail on engineer’s side; that is, 
on the right-hand rail facing the crossing. The present 
rule requires two torpedoes, one on each rail immediately 
opposite. The suggestion was made that this is contrary 
to steam railroad practice and that the fireman reporting 
an explosion on his side might construe the torpedo warn- 
ing as governing movement of train in the opposite direc- 
tion to what is intended. 

In Rule No. 159, second paragraph, the words “and 
motorman” were added after the word “conductor” in the 
second line, making it necessary for both conductor and 
motorman to sign the train register instead of the con- 
ductor only. 

In Rule No. 172 the words “proper stop” were substituted 
for “red” in fifth line preceding signals. 

In Rule No. 218, last sentence, paragraph one.* was 
changed to read: “The motorman and conductor must not 
pass a station where such signals are displayed without re- 
ceiving a train order.” - 

In Rule No. 229 it was decided to advise still further 
precautions in the matter of the exchange of orders be- 
tween crews, and to this end it was recommended that a 
permanent record showing the exchange of orders in the 
form of a receipt should be taken on a blank to be pro- 
vided for that purpose. Rule No. 229 was changed to em- 
body this recommendation. 

The next matter considered was that of a conference 
with the transportation committee of the American Rail- 
way Association to consider the general subject of rules 
and, particularly, the uniformity of such rules as may 
jointly affect the operation of steam and electric railroads. 
But the committee, after some discussion, decided that it 
would not be practicable to develop the details of pro- 
cedure in this matter until after a conference had been held 
with the committee of the American Railway Association. 
The whole matter was therefore left in the hands of J. N. 
Shannahan, president of the Transportation & Traffic 
Association, and he will act as its representative in the 
joint conference which will be called at an early date. 

Another subject discussed was the development of a set 
of rules governing trainmen in their relations to the opera- ~ 
tion of block signals. The committee decided that this was 
not practicable at the present time and suggested that the 
matter be held open and made the subject of discussion by 
a joint committee representing the joint committee on — 
block signals of the Transportation and Engineering asso-— 
ciations and the committee on interurban rules. a? 


a 


In connection with recent litigation instituted by a farn 
the attorney-general of Washington stated that the Pu 
Service Commission has power to compel the railroa 
fence their right of way throughout the State. 
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COMMUNICATIONS 


OIL FURNACES 


Porttanp Raitway, Licht & PowErR Company. 


PorTLAND, ORE., July 13, 1912. 
To the Editors: 

I notice the editorial in the June 1 issue of the ELEcrric 
RAILWAY JOURNAL regarding “Oil Furnaces,” and some ex- 
perience from this company on the subject may prove to be 
of value to those interested in this matter. That oil fur- 
naces and forges are conspicuous by their absence in many 
street railway shops is chiefly due to the fact that their 
value to such plants is underestimated. While coal forges 
are necessary if certain kinds of work are to be done to 
the best advantage, oil when used intelligently, owing to 
its wide range of adaptability, soon becomes indispensable, 
and its adoption proves most economical. But modern ap- 
pliances, like managers who introduce radical changes in 
existing methods of doing work, will meet with great oppo- 
sition; hence if blacksmith foremen happen to be me- 
chanics of the old school, it is more than likely that they 
will lean toward the old-established customs, better known 
as the good old reliable way. 

About seven years ago the Portland Railway, Light & 
Power Company placed the writer in charge of its smith 
shops, after a merger of its different properties. There 
were nine smiths and eleven helpers on the narrow-gage 
or city lines. With the installation of one medium and 
one small-sized oil furnace and one 1%-in. Ajax forging 
machine, this working force has been reduced to four 
smiths and five helpers, although several hundred more cars 
are in operation at the present time and a volume of other 
work is being undertaken unknown in former days. The 
smith force has never been increased to more than an 
average of five smiths and six helpers and the coal con- 
sumption has decreased from more than 15 tons to 7 tons 
and less per month. The cost of operating the large fur- 
nace is about 9 cents and that of the bolt furnace is about 
4% cents per hour under steady pressure. As many as 
three smiths have been kept busy simultaneously on the 
larger furnace, doing mixed work. 

When used constantly these furnaces will last two 
months and more. They are home-made and extremely 
simple and inexpensive in construction. When burned out 
one man will tear down and rebuild one furnace in less 
than a day, no special firebrick being required. The No. 3 
Monarch burner at $25 is the most expensive part about 
them. These burners, when properly placed, do excellent 
work. Ours, after five years of service, seem as good as 
when first installed. 

Oil heating will produce a much superior and more uni- 
form class of work than coal, and it would be impossible to 
do a large percentage of the work done in a forging ma- 
chine without the use of oil. When a number of U irons 
had to be made at our shops, from I-in. x 4-in. mild steel, 
5%-in. between bends and 16-in. sides, one smith with two 
helpers bent thirteen of these irons in one hour, or at the 
rate of less than five minutes apiece. The same crew 
made ninety-six N irons from 34-in. x 5-in. mild steel, 8 in. 
between bends and 6-in. sides in eight hours. These feats 
are commendable because these forgings had to be uniform 
and accurate in every way and had to fit over planed sur- 
faces. A 200-lb. “Beaudry” hammer was the only aid in 
bending them. Too much credit also cannot be given tu 
the oil heating in this particular work, because toward 
the end of the day a little less than one minute of actual 
time was required to bring to a soft: heat some of the 
I-in. x 4-in. steel pieces about 14 in. long. This is not held 
up as a standard day’s work, for we neither demand nor 
expect anyone to keep up such a pace, but it tends to show 
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the comparative calorific values of oil and coal under favor- 
able conditions. 

Many designs of furnaces on the market to-day are good 
and reliable, and some are claimed to be foolproof, but the 
writer has always contended that with oil furnaces it is a 
plain case of ‘the man behind the gun.” The operator must 
be willing to exercise his thinking faculties now and then 
in order to forestall trouble, as well as to do justice to the 
makers of some of these different devices. Some years 
ago when oil heaters were in the experimental stage and 
some of the best railroad shops and navy yards had dis- 
carded them the writer devoted much time to study and | 
experiments in search of a practical solution of the then 
discouraging problem, and he has had the satisfaction to 
note that the most successful furnaces patented since that 
time, as well as the extensive oil plant of the Mare Island 
navy yard, embody all the fundamental principles set forth 
then by the writer as essential to ultimate success. 

For the Portland Railway, Light & Power Company’s 
new shops, which are to be strictly modern in every respect, 
a battery of Kirkwood furnaces will be placed in service, 
but any one mechanically inclined who does not place too 
much weight on appearances can build a good oil-heating 
furnace with comparative ease and little expense, and it will 
give splendid satisfaction. 

O. S. Muu ic, Master Smith. 


SELF-PROPELLED CARS 


FEDERAL STORAGE BatTrery Car Company, 
Sitver Lake, N. J., July 25, 1912. 
To the Editors: 

Referring to your editorial in the issue of July 20, en- 
titled “Self-propelled Cars,’ permit us to supplement the 
suggestions which you make as meriting the consideration 
of the equipment committee of the American Electric Rail- 
way Engineering Association. 

First: You state “The storage battery car has been 
brought forth again in vastly improved forms.’’ As to 
the storage battery itself, we know of no important improve- 
ment or difference between the present lead-lead sulphuric 
acid battery and that of past years, except that the num- 
ber of watt hours per pound of cell has been increased. 
All traction storage batteries are lead-acid batteries, except 
the Edison battery, which is composed of nickel hydrates 
and iron oxide in steel grids with an alkaline electrolyte, 
all contained in a corrugated steel case with no acid or lead. 
As to the improvement in storage battery cars, the Beach- 
Edison car embodies radical improvements over other 
types such as a body built around latticed steel girders 
which serve as battery compartments and seat rests, while 
the trucks include the energy-saving feature of independent 
wheels rotating on a free or a stationary axle, to which is 
due the extremely low energy consumption, averaging from 
38 to 61 watt-hours per ton mile in regular interurban and 
urban service. Trolley cars with wheels pressed on and 
rigid with the axle average from 85 to 150 watt-hours per 
ton mile. 

Second: You say “The gasoline or gasoline-electric cars 
appear to fulfil the requirements of high-speed service 
over long distances for a minimum investment.” Beach 
cars with Edison batteries are lower in first cost per seated 
passenger capacity than gasoline or gasoline-electric cars. 
Thus, the first cost of a completely equipped storage battery 
car seating fifty-eight passengers is $16,000, compared with 
about $19,000 for a sixty-passenger gasoline car and $22,000 
for a sixty-passenger gasoline-electric car. Our battery 
cars are frequently operated over a distance of 100 miles 
to 125 miles on a single charge. On many occasions where 
they have been especially equipped these cars have oper- 
ated for as much as 175 miles on a single charge. We 
are prepared to guarantee in our contract that a charged 
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battery can replace a discharged battery in less time than 
is required to fill the gasoline tanks in a gasoline car, and 
certainly with less danger. 

Under some conditions of operation, while it is possible 
to haul trailers with other self-propelled cars, the storage 
battery offers the use of a locomotive for train service or 
even the flexibility of multiple unit control. In fact, we 
are about to make delivery of a three-car train now for the 
United Railways of Cuba. 

Third: You include among the places where the storage 
battery car is especially applicable small cities where not 
more than four or five cars are required. But why limit 
the use to systems of this size? There may be some re- 
strictions, but we do not understand clearly what they are. 

Fourth: You state that “the limitations in the use of 
the storage battery inevitable to any form of accumulator 
car make it unsuitable for conditions that require high 
speeds or the climbing of heavy grades.” This statement 
hardly applies to our cars, because the batteries are so light. 
Thus, the Chesapeake & Ohio Railway car maintains sched- 
ule speed of 31 m.p.h. and covers 286 miles per day in 
regular service. The Washington (D. C.), Spa Springs & 
Gretta Railroad maintains a schedule speed of 15 m.p.h. 
and has a car mileage of 190 miles a day over a road which 
consists almost entirely of grades up to 9 per cent with a 
battery weighing only 2700 Ib. On the Newcastle (Del.) 
& Delaware City Railway these cars are operated over 7 
per cent grades at a scheduled speed of 25 m.p.h. and on the 
Concord (N. C.) Railway over a 6.8 per cent grade of 
some length. We are building a car for the Burlingame 
(Cal.) Electric Railway to operate over a very long 13 per 
cent grade, and will not be paid for this car unless it oper- 
ates satisfactorily. 

Fifth: You also point out that “there is certainly an 
incentive in the storage battery traction field to the in- 
ventor who can produce a battery with very high discharge 
rate and thus by providing more frequent periods of dis- 
charging reduce the dead weight to be carried.” Our cars 
are being operated all over this country on short battery 
charges at from four to five times the normal charging 
rate and they are charged and discharged constantly at 
extremely high rates with absolutely no injury to the bat- 
tery or shortening of its life. By this method of interme- 
diate short charges of from five to thirty minutes’ duration 
at a very high rate, our cars are made to cover a very high 
mileage in an eighteen-hour day with a relatively very 
small and light battery. As it is dangerous to charge a lead 
battery at a high rate, lead battery cars are operated ex- 
clusively on low charges requiring from nine to twelve 
hours, 

Sixth: You refer to the question of depreciation as an 
important factor. The Edison battery is now absolutely 
guaranteed to maintain its original capacity for four years, 
irrespective of mileage for the number of charges or dis- 
charges obtained, and there is practically no necessity for 
minute care in its operation and maintenance. All that 
is required is to flush the cells with pure water to keep them 
clean and to renew entirely each electrolyte solution every 
eight or ten months. No one knows how long this battery 
will endure in regular service without deterioration. Mr. 
Edison believes it will last for fifteen to twenty years, and 
bases this statement upon the most severe laboratory ex- 
periments, such as charging and discharging the battery at 
from five to ten times the normal rate, dropping the battery 
on a cement floor or striking it against a brick wall 1,700,000 
times without impairing its original capacity. The experi- 
ence in automobile and truck service of a number of the 
largest express companies and operators of commercial 
vehicles proves this battery has the same capacity and will 
perform the same service after it has been in commercial 
work for six years, 

This is our contribution on this subject that is so little 
understood, Le Roy Scort, Sales Manager. 


we 
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HINTS FROM A CONDUCTOR 


A practice has been described in the Erecrric RatLway 
Journat of letting conductors pay themselves and the 
motormen from their receipts. This saves a great deal of 
time and labor, but some companies object to it, because it 
allows too much latitude and affords opportunity for dis- 
pute. The same result can be secured and yet this diffi- 
culty be avoided if the employees are paid by check and 
the conductors are allowed to turn in these checks, when 
indorsed, as the equivalent of cash at the end of the day. 

Motormen know better than any one else the defects of 
the cars which they operate, and should be encouraged 
to report anything of this kind which comes under their 
notice. To allow them to make this report easily, one com- 
pany has adopted the form for defective car reports shown 
in the accompanying blank. In this report the motorman 
has simply to punch the slip opposite the name of the part 


Line 
Time 
Date 
Condr. 
Badge No. no 
Motorman 


Badge Now 


REAR Motors FRONT 
REAR Controller FRONT 
REAR | Sand Boxes | FRONT | 
REAR Trucks FRONT + 
REAR Vestibule FRONT; 
__REAR Headlight FRONT } Headlight 
REAR Wheels FRONT + Wheels 
__ REAR _| Step FRONT Step 
__REAR Handle FRONT H Handle 
REAR Platform FRONT : Platform _\ 
REAR Signs | FRONT |} Signs 
REAR Foot Bell FRONT ! Foot Bell 
__REAR Passenger Bell | FRONT : Passenger Bell 
__REAR | Clireuit Breaker | FRONT + FRONT | Circult Breaker 
Trolley Stand Trolley Trolley Trolley Stand 
Fender Brakes Brakes Fender 
Glass Panels Panels Glass 
Register Rod Register Register Rod, 
Ventilators Signal Cord Ventilators 
Electric Heater i Electric Heater Air Motor 
Floor Racks }___ Floor Racks .__Hand Straps 
Lamps ' Lamps Light Switches: 
o K. 0. K. 


Trucks 
Vestibule 


Register 


Signal Cord 


__Air Motor 


_Hand Straps 
Light Switches 


, 


Nowe —The rad to whieh Norn — 
frou tod of ened te which the register isattached ss! -, Notm—The end to which the register is attached 
' 


1 
1 
' 
‘ 
‘ 
1 
' 
' 
' 
, 
' 


Defect Report to be Punched by Mo- 
torman and Conductor 


of the equipment which is defective. He then has to fill in 
only the upper part of the report. The report is in dupli- 
cate, and one-half goes to the transportation department 
and the other half to the shop department. The report 
might be improved by adding a few subjects which are not 
covered, and possibly omitting some that now appear on the 
report. The following are matters on which the motormar: j 
is in a good position to offer suggestions: “Does the reverse 
work easily?” “dirty windows;” “car slow, fast, medium ;” 
“bad smell in the car;” “poor tail lights;” “glass off air 
gage;” “Do seats turn easily?” “Does sand flow easily and 
on track?” 
The first is a very important point. It would be well for 
every motorman to test his reverse before he takes his car 
out of the carhouse. He can do this by throwing the 
reverse handle to the reverse position and then swinging 
the controller handle round to the tenth notch. In motor- 
man’s parlance, this is called “plugging,” and the test 
should, of course, be made with the trolley off. There are — 
times when the controller catches, and it is well to know 
that the apparatus is in good condition. The report blank 
should also contain space for remarks, so that the car cre 
can advise the mechanical department what has been d 
on the road toward remedying the defects or describe 
trouble more in detail. 8 in 
There should be two slips for every crew, one colot 
the motorman and another for the conductor. 2 
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SIGNAL EQUIPMENT FOR PIEDMONT LINES 


A normal clear alternating-current block signal system 
has recently been installed by the Union Switch & Signal 
Company for the Piedmont Traction Company, between 
Charlotte and Hoskins Yard (Pinoca), to facilitate and 
safeguard traffic over sections of single and double track 


Aoskias Yord 
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line used by them is at 550 volts to 600 volts d.c., and the 
maximum speed attained is approximately 30 m.p. h. 

The Piedmont Northern lines’ service is made up of 
heavy interurban cars, operated singly or in trains, and 
heavy electric locomotives capable of hauling twenty 
freight cars over this section of the line. This equipment 
uses the 550-volt to 600-volt d.c. propulsion current between 


L Oe 


ae Wars 


ae 


used jointly by city cars of the Charlotte Electric Com- 
pany and the interurban cars and freight trains of the 
Piedmont Northern lines. Provision is made for operation 
under two-minute headway on the double track between 
Charlotte and Hoskins, approximately 3% miles, and for 
ample protection on the single track between Hoskins and 
Pinoca, approximately 1 mile. The track locations and 
signal layout are shown in the accompanying drawing. 


Piedmont Signals—Layout of Adtopiatie:} Block Sionela’ Between Charlotte and Hoskins 


Charlotte and Hoskins, and in consequence speed is limited 
to approximately 35 m.p.h., but after passing Hoskins, 
southbound, the regular 1500-volt d.c. current of the Pied- 
mont Northern lines is used and speeds of over 60 m.p.h. 
may be attained. 

In addition, there is a heavy and irregular movement 
of freight traffic as there are freight terminals in Charlotte, 
a large freight yard at Pinoca and Southern and Seaboard 


Piedmont Signals—Light Signal Shielded by Metal Hood; Impedance Bonds in Track. Stub Pole Carrying Trans- 


former, Lightning Arrester and Other Signal ve esi hh 


stalled in the Box on the Signal Pole 


CHARACTER OF TRAFFIC 

The Charlotte Electric Company maintains a regular 
twenty-minute schedule between Charlotte and Hoskins at 
all seasons and during the summer is called upon to operate 
a large number of extra cars to handle the pleasure- -seeking 
crowds between Charlotte and Lakewood Park. Cars in 
_ this service are of the light city type and average one stop 
per mile. The propulsion current over the section of the 


eh 
f 


Relays, Arresters, Fuse, Blocks and Terminals as In- 


Air Line Railway interchange connections. The material 
storage yard between Charlotte and Pinoca is responsible 
for some work train service over the same division. 
SIGNAL EQUIPMENT 

In this installation all signal apparatus is operated and 
controlled by two-phase alternating current delivered to 
the signal supply mains at 2200 volts, 60 cycles, at the 
Hoskins substation, At signal locations the 2200 volts is 
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stepped down to approximately 10 volts and 110 volts 
through Union double-secondary adjustable-voltage trans- 
formers, the 10 volts being used to feed the double- rail 
return continuous track circuits and the 110 volts to fur- 
nish current for the signal lighting and for the necessary 
controlling circuits of the signal relays and switch in- 
dicators. 

One cross-arm on the pole line throughout is designated 
for the signal system wires, and the 2200-volt signal mains 
are carried on the extreme field side of the arm. At signal 
locations stub poles are erected to carry the transformers, 
high-tension lightning arresters, fuse blocks and (near the 
base) a ventilated weatherproof box containing adjustable 
resistance units for regulating the supply of current for 
the track circuits. 

Union “light” signals with 25-watt, 110-volt Mazda 
lamps with 8-in. lenses shielded by metal hoods on iron 
poles (the relay case being part of the pole) are used 
with red indicating “stop,” green “proceed” and yellow 
“caution.” In service it is found that this type of signal 
is very satisfactory both from the visibility of its indications 
and the simplicity of its mechanism. 

Under such adverse conditions as bright sunlight with 
the sun directly back of the signal or with the sun in front 
of the signal and shining on the lenses, the red and yellow 
indications are readily distinguishable at 2000 ft. and the 
green at 1800 ft. At night or at dusk the indications are 
clearly seen at much greater distances, and in fog the 
glow from the red, especially, is seen when the signal 
itself is invisible. 

Home signals which give red or green indications are 
located at the entrance of each block, and distant signals 
indicating yellow or green act as repeaters for the “homes,” 
being located at points varying from 1200 ft. to 1600 ft. 
in advance of them. 

With double-rail return a.c. track circuits, signal indica- 
tions are continuously controlled by contact made between 
the wheels of the train and the running rails while the 
train is passing through the block. The insulation, for 
track circuit purposes, of one section or block from the 
adjoining ones is accomplished by the removal of the all- 
metal rail joints and installing “Keystone” insulated rail 
joints in their place. 

Provision is made for a practically unobstructed flow 


Piedmont Signals—Miniature Semaphore at Switches 


of the direct propulsion return current around the insu- 
lated rail joints by the use of impedance bonds. These 
bonds allow direct current to pass from section to section 
through them but oppose the flow of alternating track 
circuit current from rail to rail. The inductive bonds 
are of 350-amp (d.c.) capacity per rail and are mounted 
on the ties between the rails, as illustrated, 
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At all sidings and cross-overs fouling protection is pro- 
vided by carrying the track circuits to a fouling distance 
on the sidings. The cross-over at Lakewood Park is used 
to return extra park service cars to Charlotte from this 
point, and mechanical connections are so arranged that 
the cross-over may be thrown from one end only. At this 
end is located an indicator, controlled by north-bound trains 


Piedmont Signals—Adjustable Resistance Units for Regu- 
lating Supply of Current for the Track Circuits 


passing Hoskins, thus giving crews using the cross-over 
ample warning of the approach of main line trains and 
preventing a city car from entering the main line imme- 
diately ahead of interurban cars or freight trains. 

Indicators which perform similar functions are located 
at the Seaboard Air Line Railway connection, at the 
Charlotte cross-over and also at the Southern Railway 
connection, at which last point both the cross-over and the 
connection switch (with a Hayes derail on the connection) 
are operated by switch and lock movements mechanically 
connected to a two-lever machine. 

All indicators at switches are in the form of miniature 
semaphores. When in a horizontal position the blade 
indicates “Train approaching,” and when upwardly in- 
clined, “No train approaching within a block.” 

Relays of both vane and galvanometer type are used. 
These are responsive to alternating current only, and in 
consequence are immune from any effect of stray direct 
propulsion current. Relays, lightning arresters, fuse blocks 
and terminals are mounted in the wood-lined iron cases 
made part of the signal poles. 

Switch boxes, through which signal control circuits are 
carried, are attached to all switch points. The contacts in 
the boxes are so adjusted that should a switch be set 
wrong for main line moves or the point not be up within 
% in. of the stock rail, the signals which govern the 
switch will be held at red. . 

OPERATION AT JUNCTION OF SINGLE AND DOUBLE TRACK 

At Hoskins switch, from double to single track, as shown 
in the diagram, the selection of signal control is made in 
the switch box. With the switch set for north-bound move- 
ments, from single to double track, signal No. 36 is held 
at red both by the position of the switch and by a train in 
the block between Hoskins and Pinoca, while signal No. 45 
shows clear with no trains in this block. With the switch 
set for south-bound movements, signal No. 45 is set at r 
when a train passes signal No. 34, and signal No. 30 if 
set at red when a car passes signal No. 45. 

MAINTENANCE FEATURES 

By reason of the simplicity of the apparatus used in t 
installation, maintenance is reduced to a minimum. A 
same time, all the elements of continuous control of 
signal indications by the trains in the blocks on the r 
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line or within fouling distance on sidings or cross-overs 
are retained. At the substation the alternating signaling 
current is taken from high-voltage transformers through 
an automatic switch, and no motor-generators or rotary 
converters are required. Transformers take the place of 
both track and signal battery, and thus do away with 
battery cleaning and renewals. The use of alternating 
current for track circuit energy, of course, eliminates all 
foreign d.c. trouble. The current delivered to the track 
is practically at constant voltage and when once adjusted 
it is rarely changed. 

The insulated joints require hardly any attention after 
they have been tightly bolted into place. The renewal of 
the lamps in the signals and the replacement of the fuses 
which may be blown during electrical storms constitute 
practically all the maintenance required. 

Trains are operated over this section without dispatcher’s 
orders. The necessary instructions to the crews, as repro- 
duced in the following paragraphs, are simple to under- 
stand and easy to remember: 


SIGNAL BULLETIN CHARLOTTE TO PINOCA. 


Block Signal Indications: 
“Tome” signals show red or green light. 
“Distant” signals show yellow or green light. 
“Switch indicators’’ show signal blade in the horizontal position or in 
the upwardly inclined position. 
Block Signal Indication Meanings: 
*“Red Light”’—Srop not less than 30 ft. approaching the signal. 
Wait one minute and then proceed with caution to the next home 
signal expecting to find track obstructed. 
“Green Light’—Proceed at speed. Block is clear. 
“Vellow Light’—Proceed with caution expecting to find the home 
signal ahead at red. 
“White Light’—Act as with red light and report the white light to 
the dispatcher as soon as possible. 
“No Light’’-—Act as with red light and report the No Licur to the 
dispatcher as soon as possible. ; 
Switch Indicator Indication Meanings: 
aera gare approaching within a block. Do Nor throw 
switch. 
“Blade Upward Inclined’’—No train approaching within a block. Switch 
may be thrown. 
Notrres—Signals show Rep: 
(1) When train is in the block ahead. 
(2) When car is left on siding not clear of the main line. 
(3) When rail or bonding between rails is broken. 
(4) When siding or cross-over switch is set wrong for through move- 
ment on the main line. 
(5) When signal system is out of order. 
Signals show no light: 
(1) When lamps are burned out or removed. 
(2) When. power is off the signal system. 


ILLINOIS TRACTION SYSTEM FILES COMPLAINT WITH 


THE INTERSTATE COMMERCE COMMISSION 


The Illinois Traction System has recently filed with the 
Interstate Commerce Commission a complaint against the 
Peoria & Pekin Union Terminal Railroad setting forth 
that the Terminal railroad is exercising unlawful discrim- 
ination against its cars and freight. The attorneys for the 
traction company state that it has track facilities connect- 
ing its lines with those of the Peoria & Pekin Union Ter- 
minal Company’s tracks, and in spite of these facilities the 
terminal company has repeatedly refused to take cars from 
the traction company or give cars to it in order that they 
may be taken to industries along the route of the electric 
line. The Peoria & Pekin Union Terminal attorneys have 
set up a claim that the equipment of the electric line does 
not permit of its being used on the steam road and vice 
versa. The attorneys have also attempted to show that 
their company has not been exercising any illegal discrim- 
ination against the electric road and showed that the policy 
which had been followed was an attempt to have the Illinois 
Traction System come into relations with the steam line 
on the same footing as the other steam roads. It was 
claimed that the electric line wished to come in on the 
terms of paying only switching charges while the present 
agreement with the other roads calls for their participation 
in the maintenance and rental appropriations of the ter- 
minal company. 

The preliminary hearing is being held before Special 
‘Examiner George N. Brown, of the Interstate Commerce 
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Commission, who is collecting evidence in the case which 
will afterward be presented to the Interstate Commerce 
Commission for final decision. It is understood that the 
case will come up for a hearing before the national com- 
mission in November of this year. 


NEW HAVEN TO ELECTRIFY BOSTON TO PROVIDENCE 


It was announced in Boston on Tuesday that the New 
York, New Haven & Hartford Railroad will shortly take up 
the electrification of the main line of the company between 
Boston and Providence, installing four tracks between the 
two cities and equipping them with the single-phase catenary 
system now in use at the New York end. The estimated 
cost of the work is about $7,000,000, and it will be met by 
the issue of 44% per cent seventy-five-year bonds under the 
approval of the Massachusetts Railroad Commission. The 
plan of capitalization is based upon an act of the Legislature 
of 1912, which overcame various difficulties associated with 
the financing of improvements by the New Haven company 
under its lease of the Boston & Providence Railroad. Sey- 
eral tracks at the South Station, Boston, will be equipped 
for electrical operation pending the passage of legislation 
providing for the construction of a tunnel between the Los- 
ton & Maine and New Haven systems. All the remaining 
grade crossings on the main line will be abolished between 
Boston and Providence, and substantial reductions in grade 
are contemplated. It is planned to build a large generating 
plant on tidewater at Providence and another at Readville, 
Mass., to handle the service, which will complete electrical 
operation over about half the route between Boston and 
New York. According to present plans the work may be 
started in the coming fall and completed during 1913. 


ANTI-SLIP SAFETY TREAD 


The “Universal” anti-slip metal safety tread is the name 
which has been given by the Universal Safety Tread Com- 
pany, Boston, Mass., to an improved tread, which has 
already demonstrated its qualities under severe conditions. 
This tread is composed of abrasive grains such as alun- 
dum, carborundum or the like, held together by a soft metal 
binder, which is composed largely of lead. The purpose 
of this binder is to take advantage of the well-known prop- 
erty found permanently in lead of being non-adhesive to 


Section of Safety Tread 


ice and snow. This mixture of abrasive grains and lead 
composition is secured to a steel base plate so securely that 
it can be broken away only by a sledge ‘hammer and cold 
chisel. With this tread no steel comes in contact with the 
foot. Steel is used only in the baseplate merely to add the 
requisite amount of stiffness. The metal binder recedes be- 
low the projecting points of the grains as the tread wears 
down, and the non-slipping quality is constant throughout 
the life of the tread because the material is the same in the 
entire safety tread thickness. The bottom of the steel 
baseplate is coated with lead to prevent rust. 

One place where this abrasive is used is the main stair- 
way of the Brooklyn Bridge, where perhaps more people 
pass up and down every day than on any other stairway in 
the country. On this stairway these treads have been used 
for a year and a half and show practically no wear. An- 
other notable instance is at the subway station at Dey 
Street, New York, where these treads have been down 
almost a year also with little evidence of wear. 


MEETING OF THE EXPRESS AND FREIGHT COMMITTEE 


A meeting of the express and freight committee of the 
American Electric Railway Transportation & Traffic Asso- 
ciation was held at the association office, New York, on 
July 23, The following were present: H. E. Reynolds, 
tay State Street Railway, Boston, ciairman; J. C. Calisch, 
suffalo & Lake Erie Traction Company, and A. R. Piper, 
Brooklyn Rapid Transit System. The committee considered 
the information received from the data sheet sent to mem- 
ber companies, It was decided that the report to be 
presented at the Chieago convention in October should not 
take up the general subject of express and freight traffic, 
but should be devoted to some specific features which an 
analysis of the replies to the data sheet indicates will be of 
particular interest, 


A NEW RAIL GRINDER 


The accompanying illustrations show a portable rail 
grinder invented by G,.E, Pellissier and designed for all 
kinds of track grinding on electric railways, 

The grinder consists of a truck frame mounted on two 
axles, one of which is fitted with 20-in, standard car wheels, 
while the fitted with 13-in, special wheels as 
deseribed later, Upon the frame is mounted a cross rail 
ach unit consists of a 
upon which are mounted a 


other is 


supporting two grinder units, 
saddle and grinder bracket 


shunt-wound eleetrie motor and grinding wheel, which are 
The saddles are so arranged that they 


connected by a belt, 
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that the emery wheel is equidistant from either axle, and 
the machine is moved forward and backward along the 
track either by hand or power, the adjustments being made 

by the cross-feed screw, vertical-feed screw and rotating 
adjustable saddle, as desired. 

For grinding out corrugations the cross rail is moved 
backward until the emery wheel is as close to the rear 
wheel as possible. This allows a considerable vertical move- 
ment of the forward wheel without affecting appreciably 
the relation of the emery wheel to the rail. To change the 
position of the cross rail it is necessary only to remove the 
three bolts in each end which fasten it to the frame. 

For grinding low or pounded joints where it is impossible 
to grind a plane surface and where it is necessary to grind 
a long depression in the rail use is made of the special axle 
mentioned above. This axle is made eccentric and is fitted 
with wheels bored with equal eccentricity. When the 
wheels are put on the axles with these eccentricities 
opposite, the center of the wheel coincides with that of 
the axle, but if the wheel is revolved to any other position 
any desired eccentricity may be obtained. An index plate 
is provided on the axle, so arranged that the wheel may 
be backed in any desired position very easily, each notch in 
the plate corresponding to 1/64-in. depth of grind. By 
means of this eccentric the end of the grinder and conse- 
quently the grinding wheel may be gradually lowered and 
raised as the grinder advances, and the length of the depres- 


Side and End Views of Grinder Showing Derail Wheel Lowered and Raised 


may be moved along the cross rail in the same manner as 
the head of a planer, and each grinder bracket can be 
raised or lowered by means of a vertical feed screw. 

In addition to these two movements the grinder bracket, 
with its motor and grinding wheel, is so mounted on the 
saddle that it may be rotated relatively to the saddle, which 
allows the face of the emery wheel to be adjusted exactly 
to the surface of the rail to be ground. This adjustment 
may be made while the wheel is revolving and is particularly 
valuable when grooves or special work is being ground, 

The grinder as a whole is propelled along the track by 
means of an auxiliary motor connected to the driving 
axle by worm gearing which is entirely inclosed and runs 
in oil, This worm gearing is in duplicate, that on one side 
having a right-hand worm and that on the other a left-hand 
worm, The worm gear runs loose on the axle, but by 
means of a double-ended clutch keyed to the axle the 
machine may be driven by either worm gear, thus providing 
a quick reverse without the reversal of any high-speed 
rotating parts, The clutch may ‘be operated from either 
side of the machine, and when it is thrown in its central 
position the machine may be towed or pushed along the 
track, A clutch on the worm shaft allows the machine to 
CES peat hand, whether the driving motors are run- 


For ordinary joint grinding the cross ra‘ 's moutited so 


sion will be the circumference of the wheel. From the 
above it is obvious that the machine is a universal tool, and 
it is claimed to have all the adjustments necessary to do 
every kind of track grinding. . 
The machine is also provided with a derailing device, by 
which it may be removed from the track in about a minute. 
This makes it possible for a company to do grinding without | 
installing portable cross-overs. Another advantage of this 
machine which will appeal particu‘arly to the smaller rail- ] 
way companies is that when it is not in use for rail grinding 
the cross rail with its grinding units may be removed and 
mounted in the wheel pit and used for grinding car wheels. 
The machine is fully protected by patents, and a company ~ 
has recently been formed to control its manufacture and ~ 
sale. This company, which is called the Pellissier Engineer- 
ing Company, has a capital stock of $50,000, and will have 
its headquarters in Springfield, Mass. L. D. Pellissier, — 
manager Holyoke and Northampton street railways, is the ~ 
president of the company. Other incorporators are S. D. 
Nevin and G, E, Pellissier, the inventor of the machine. — 


An American consul has submitted to the Departm 
of Commerce and Labor, Washington, a report on— 
concession for an underground electric railway for 
city in which he is located. The concessionaire is su 
ported by a company with a capital of $3,200,000, 


re 
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WORN PAVING BLOCKS WITH OAK KEYS, AND 
WOODEN FILLER BLOCKS FOR RAILS 


Within the past two years several electric railways and 
municipalities have installed a combination pavement which 
consists of wedges and keys of non-swelling white oak and 
badly worn granite blocks. These keys are particularly 
valuable when the blocks have worn at the edges and have 
thus become slippery owing to the round shape of the top 
of the block. The keys are of concave shape and are 
driven between the blocks, but they are usually allowed to 
project for about 4% in. or more to give a noiseless, non- 
slipping pavement which will become firmer and firmer as 
the keys are driven down by the traffic. The .most im- 
portant feature of this paving is that the blocks and keys 
form a practically water-tight combination, thus insuring 
a dry, hard bed beneath the ties and lengthening materially 


~ 


i < yo i 


Cross-Section and Perspective View of White Oak Keys 
Installed Between Worn Granite Blocks 


the life of the rails; furthermore, the life of the pavement 
is much less dependent upon the character of the under- 
lying soil than with pavements which are subject to seepage 
cracks. This characteristic is one which commends itself 
especially for track work. 

Some practical applications of this paving are shown in 
the accompanying illustrations. One halftone shows an 
installation made for the Virginia Railway & Power Com- 
pany in and about a piece of special work on City Hall 
Avenue, Norfolk, Va. The pavement was laid on a dirt 
foundation in February, 1910, and although subject to heavy 
car and other vehicle traffic it had shown no need for repair 
or prospect of any after nearly two and a half years, the 
photograph reproduced on this page having been taken 
in June, 1912. 

_A still more interesting job was laid in May, 1910, on 
Water Street, Brooklyn, for the Coney Island & Brooklyn 


Contrast Between Non-Keyed Paving on Concrete (Along 
Right Curb) and Keyed Paving on Sand, Brooklyn 


Railroad. The paving was laid for a distance of 1000 ft. 

on this double-tracked street and occupied a total area of 
1200 sq. yd. The railway movement on this street is com- 
paratively light, but it is subject to the travel of the un- 
usually heavy trucks which go to and from the docks and 
the sugar refinery shown on the left of the illustration. 
Ge) 
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The trucks which travel on the left generally straddle the 
devil-strip on which the keyed blocks are laid, but with 
those which travel on the right the right-hand wheels run 
over the plain granite paving between the curb and the rail. 
The difference in wear of each class of paving, as shown by 
the furrows in the plain paving, is too apparent to require 


aa avaterd 
wi on ieee 


Installation of Keyed Pavement in Special Work on City 
Hall Avenue, Norfolk 


comment. What makes this result still more astonishing is 
that the plain blocks are on a concrete foundation, whereas 
the wedged granite blocks were placed on ordinary sand, 
and that the concrete-base paving was actually installed by 
the city a year later than the other. The company found 
that the way to make this paving give the best results was 
to ram the wedges as tight as possible. The cost of labor, 
wedges and miscellaneous material, exclusive of the use of 
the old paving blocks, was about $1.20 per square yard. All 
the track in this section is furnished with tie rods. No 
swelling of the keys has been noticed. 

A third railway job, which is not illustrated, is a special 
work installation which the Washington Railway & Electric 
Company has made on Wisconsin Avenue, Washington. 

Under the direction of H. K. McCay, city engineer, the 
Department of Public Improvements, Baltimore, has laid 
6692 sq. yd. of this paving on the ordinary dirt foundation 
of Charles and South Howard Streets, Baltimore, from 
curb to curb. The traffic on South Howard Street is 
probably the heaviest in Baltimore, while that on Charles 
Street is medium. Mr. McCay states that this paving is 
standing up very well. A special feature of the Baltimore 
work is the use of white-oak rail filler blocks, which tend 
to reduce greatly the amount of rail vibration. ‘These 
blocks, of course, can be adapted to suit any profile of 
rail. 

The manufacturer of this combination paving, Edward 
Alcott, Manassas, Va., has found that about 40 per cent of 
the blocks between the rails are unnecessary when badly 
worn granite blocks are relaid with oak keys. This means 
that the area of the combination pavement can be increased 
at a maximum cost of $1.50 per square yard, 


Circulars have been sent to stockholders of the London 
General Omnibus Company, 94 per cent of the common 
stock of which is owned by the Underground Electric Rail- 
ways, London, Eng., proposing that a new company shall 
be formed to acquire the undertaking. The new company 
will have a capitalization of £1,250,000 of common stock ; 
£1,500,000 of 4% per cent first mortgage debenture stock 
and £1,750,000 of 5 per cent cumulative income debenture 
stock. The old company has £1,200,696 of common stock 
and £391,680 of 10 per cent preferred stock, together 
with £300,000 of 4 per cent debentures and £354,050 of 5 
per cent debentures. 
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News of Electric Railways 


Cleveland Railway Authorizes Issue of Stock 


At the regular meeting on July 20, 1912, the directors of 
the Cleveland (Ohio) Railway authorized the issue of 
$3,014,920 of stock, from the proceeds of which extensions 
and betterments will be made and a portion of the bonded 
indebtedness which falls due on March 1, 1913, will be 
taken up. Stockholders of record of Aug. 15, 1912, will 
have an opportunity to take this stock at par up to 20 per 
cent of their holdings, paying half on Dec. 2, 1912, and the 
remainder on eb. 1, 1913. 

The report of operation of the company for June, based 


on the ordinance allowance, follows: 
1912. 1911. 


Opsratings reverie, oso tas esate See ete | aa eR3 
aoa fetes ontrsion no oper yas ERD 
tans income, lene allowancen,..--v..c0.0-+- 9129237 SELES 
yi daar acaba A te es mR OL - $98,298 i7s14 

riba AO A eds AV seca rie Said one ~ $19,163 $66,003 


The report for June, based on disbursements, follows: 


1912. 1911. 

Operating revenue ice cc cece cae ee een e eee eesens $559,209 $526,674 
Dlabursemente fOr MBINTEMANCE . cts ceive ene 415,099 442,967 
Net eatnings from operation.......se.sseeeaes $144,110 $83,706 
Mistellaneous iNCOMe cic ssc c cece cere cece eeaee 2,567 3,687 
Gross income, less disbursemefits........6.0065 $146,677 $87,394 
Tases te : bal eiW RW id eho cg lee due BoE ava ash \alare a te aratere 30,934 31,168 
Income, less disbursements and taxes.......... $115,742 $55,226 
TEPMSOOE A six bids bv etd Mrs CLs Calcd tweed abcde ver 117,456 117,514 
RIREERE sc MVEA eV APC RAKE Nin nah otalnveetcs Zim Chine ate $17,713 $61,287 


Details of the maintenance and operating accounts for 
June, 1912, follow: 


Maintenance allowance .occccsec ssc ceecteceereeence $148,302 
Maintenance expenditures ..cceserveeeeeeeeeeneeens 123,783 

AoE VEEP Dabo Pace ae TRE ROL PEI ar En TCE T CIN ha eae $24,519 
Operating expenses allowance.......cccecceeeeeseees $284,246 
Operating expenditures . ccc ccrvscestereccssvanrses 291,316 

BIOHOIs iar be ed HES NU ee be be SANT PWS RA he's a 4,0 7,069 
Maintenance and operating allowances. ‘ $432,549 
PRADO ROIALON 5.6 Savon ecnok wk cd tee Neen wale aides vias 415,099 


UGE WUT CLUB yx vies: 0, aiale'y, sina were nlp xT aiaia.d ere sade aie WS o-44 $17,449 


June, tort, was the first month of actual 3-cent fare, and 
a deficit of $61,287 was shown, as compared with a deficit 
of $1,713 this year. The traffic was greater in June, 1912, 
than for June, rort, but the mileage shows only a compara- 
lively small increase, indicating a more crowded condition 
of the cars. The amount of maintenance work during June, 
1912, was also smaller than for the same month last year. 

Street Railway Commissioner Witt has been giving atten- 
tion to the need of cross-town lines. The first one to be 
built, he says, will be from Harvard to Denison Avenue 
over the Clark Avenue bridge. Other lines, he says, should 
be built on West 117th Street and on Lee Road in East 
Cleveland. The West 117th Street line is on the borders of 
Lakewood, a suburb, while the Lee Road line would be 
entirely outside the city limits, but would serve those who 
travel on several of the interurban lines. 


Decision in Regard to Claims Growing Out of New York 
Receiverships 


The United States Circuit Court of Appeals has handed 
down a number of decisions in receivership cases of the 
Metropolitan Street Railway, New York, N. Y., and the 
New York City Railway, In the matter of termination of 
lease proceedings—that is, whether losses in operation 
should be borne by the lessor or the lessee corporation— 
it is stated that the losses during the time the roads were 
in the hands of the receivers amounted to $1,202,137, In 
the opinion it is stated that this is not an ordinary case of 
railroad lease under receivership; the Metropolitan Street 
Railway, with its valuable franchises and owned underlying 


leaseholds and mortgages to the New York City Railway, 
differs widely from the usual case of a connecting road to 
a4 main line. The court holds that the losses in question 
should be borne by the Metropolitan Street Railway, stat- 
ing that the disbursements were necessary to preserve the 
mortgaged property and to keep the roads in efficient run- 
ning order. 

In the matter of the claim of the Metropolitan Express 
Company for damages for breach of contract, the court 
holds that the appointment of receivers for the Metropoli- 
tan Street Railway and the New York City Railway com- 
pletely absolves the companies from carrying out the con- 
tracts with the Metropolitan Express Company for the 
reason that they were thrown into insolvent condition. The 
decree in favor of the Metropolitan Express Company is 
reversed with instructions to allow claims for nominal 
damages. 

In the matter of the National Conduit & Cable Company 
against the New York City Railway, the decree is reversed 
and the claim of the Appellate Division to the amount of 
$44,232 is allowed. In the matter of the bondholders of the 
Second Avenue Railroad against the Metropolitan Street 
Railway to recover $7,000,000 bonds, the court says that 
the Metropolitan Street Railway assumed the payment of 
the bonds in question and guaranteed them. The decree of 
the lower court is modified so as to provide for payment 
by the Metropolitan Street Railway of the interest of cou- 
pons which fell due between Aug, 1, 1908, and Feb. 1, 1910. 

In the appeal of the Central Crosstown Railroad against 
the Metropolitan Street Railway for claims for dividend 
rentals due October, 1907, and April, 1908, and for 1907 fran- 
chise taxes, the court holds that these claims are valid. 

On the question whether stockholders of the Metropoli- 
tan Street Railway have valid claims against the New 
York City Railway for dividends stipulated in the lease, 
the court amends the decision of the lower court so as to 
allow the demand of the claimants for a proportion of the 
share dividend of Oct. 15, 1907. On the question whether 
certain claims of the Metropolitan Street Railway against 
the New York City Railway are valid, and if so can be 
enforced to the prejudice of court and contract creditors, 
the court affirms the decision of the lower court that these 
claims are valid and are enforcible. i 


Franchise Extension Negotiations in Kansas City 


Mayor Jost, of Kansas City, Mo., has made public his 
answer to the receivers of the Metropolitan Street Railway 
as to whether the city administration would abandon the 
present operating contract with the company or take steps 
to enforce it. He consents to the proposed negotiations 
for an extension of the franchise, but in his statement re- | , 
views at great length the history and financial transactions 
of the company. Referring to the finances of the company 
he says: 

“The affairs of the street railway are so confused, intri- 
cate and complex as well nigh to defy the efforts of any 
ordinary mind to understand them. To one whose training 
and experience have not extended beyond plain business 
methods, the financial history of the street railways presents _ 
facts which are as astonishing as they are bewildering.” ie 

In referring to the conditions under which he would be 
willing to sanction a franchise extension the Mayor says _ 


in part: ; a 
“In my judgment, it is a physical impossibility for this 
property, under any kind of a contract, to pay in the condi 
tion to which it has been brought. The real capital sto 
bonded indebtedness, mortgages and floating obligations 
one kind or another, aggregating $40,000,000, plus the f 
ther future and necessary obligation of $8,274,830, are, in r 
judgment, simply beyond the earning power of this pro 
erty as it is now organized, great as that earning power i 
“I believe it to be to the best interest of our city, 
therefore deem it my duty, to entertain the request 
agents of the street railway for an extension of its 
chise and treat with them for such an extension. — 
duty of the city to treat its public service companies 
A 


= 


_ 


. 
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erally as is consistent with municipal honor. The agents of 
the street railway must understand at the outset that it is 
useless to seek a new franchise unless it be conceded in the 
beginning that: 

“First—All rights now secured to the people are to be 
confirmed and preserved. 

“Second—Some reasonable and just compensation shall 
be made to the people for the new grant. 

“VLhird—No contract will be written except with a new 
corporation, organized under the laws of Missouri, which 
shall acquire the properties free and clear of all incum- 
brances so that the first and primary obligation of the street 
railways shall be to Kansas City, and this obligation be supe- 
rior to that of any bondholder and creditor. 

“Fourth—Such corporation, when organized, shall be 
maintained and conducted as an independent corporation 
and kept, at all times, free from alliances with or control of 
any other, 

“Tifth—There shall be an inventory of the railway proper- 
ties taken and an honest valuation thereof made and its 
business policy shall be conformed thereto. All money 
hereafter borrowed and put into the property shall be under 
the supervision and subject to the approval of the city. The 
city shall have reasonable representation on the directory 
of the railways in order to keep fully advised of its condi- 
tion and safeguard the rights of the city under the con- 
tract.” 

The receivers of the company have promised to submit 
a draft of a new contract to the Mayor on July 31 for an 
extension of the company’s franchise from 1925 to 1042. 


Stevens Creek Power Development Plans. 


The stockholders of the Augusta-Aiken Railway & Elec- 
tric Corporation, Augusta, Ga., have ratified the agreement 
with the Georgia-Carolina Power Company, Georgia & 
Carolina Investment Company and Electrical Finance Com- 
pany for the construction of a hydroelectric plant on 
Stevens Creek. The Georgia-Carolina Power Company will 
issue bonds amounting to $2,500,000, the proceeds to be used 
to construct the plant. A construction company, controlled 
by interests which own the power sites, is to acquire all the 
necessary lands, rights and franchises not yet obtained and 
is to look after the construction and equipment of the plant 
and system, which will eventually be turned over to the 
Georgia-Carolina Power Company. ‘The $2,500,000 of first 
mortgage bonds of the Georgia-Carolina Company are to 
bear interest at the rate of 5 per cent and the $750,000 of 


preferred stock of the holding company, which is to be or- 


ganized to hold all the common and preferred stocks of the 
power company, will be a 5-7 per cent issue, The plant 
upon completion will be turned over to the Augusta-Aiken 
Railway & Electric Corporation for use and maintenance. 

The initial capacity of the plant will be 12,000 hp, although 
provision will be made for additional units. It is expected 
that the work will be completed not later than July 1, 1014. 
The Georgia-Carolina Power Company has a right in per- 
petuity from Congress to maintain a dam across the river 
at the point desired and also has franchises for distributing 
light, heat and power in Augusta until 1959, but provision 
is made that power must be sold in Augusta by Oct. 18, 
1914. Construction work is to be done by J. G. White & 
‘Company, Inc., New York, N. Y. 


New York Bridge Line Ready for Operation 


The «stockholders of the Manhattan Bridge Three-Cent 
Line, New York, N. Y., voted on July 24, 1912, to increase 
the authorized capital stock of the company from $50,000 
to $1,000,000, All of the $50,000 of original stock is out- 
standing. and $200,000 of additional stock will be issued at 
this time. Following the meeting J. C. Breckenridge, engi- 


 neer of the company, made the following statement: 


“The company is now ready in practically every detail 
for the operation of its line across the Manhattan Bridge. 
We have our rolling stock and power and labor, together 
with our franchise and certificate of public convenience. 


~The company has also purchased locations for carhouses 


and will proceed as rapidly as possible with the construc- 
Hise nfsthe necessary buildings upon the sites acquired, 
Through a contract made with the Edison Electric Mlumi- 


ne 
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nating Company of Brooklyn provision is made for an am- 
ple supply of power, electric heat and light. The company 
has in Brooklyn an equipment of ten 32-ft. vestibuled cars 
for operation on the temporary tracks of the Manhattan 
Bridge, and as far over the permanent route as now pos- 
sible. With these cars we will be able to operate under a 
headway of from 1% to 2 minutes over the bridge and its 
temporary loops. We have also available an experienced 
corps of conductors and motormen, who will be ready to 
man our cars on an hour’s notice.” 

Bridge Commissioner O’Keeffe of New York, Borough 
President Steers of Brooklyn and the other members of the 
Board of Estimate, the Brooklyn Rapid Transit Company, 
the Coney Island & Brooklyn Railroad and the Third Ave- 
nue Railway and its subsidiary companies have been served 
with a temporary injunction enjoining them from beginning 
the operation of surface cars over the Manhattan Bridge. 
The order to show cause why the injunction should not be 
made permanent was made returnable on Aug. I, 1912, in 
the special term of the Supreme Court. 


Centralized Management of Four Cincinnati Interurban 
Companies Suggested.—It has been suggested that four of 
the interurban electric railways which enter Cincinnati be 
placed under a single management for five years and that 
power be generated at one station, the roads to be consoli- 
dated upon a basis shown by the results of such operation. 
The companies mentioned in this connection are the Inter- 
urban Railway & Terminal Company, the Cincinnati, Mil- 
ford & Loveland Traction Company, the Cincinnati & Co- 
lumbus Traction Company and the Cincinnati, Georgetown 
& Portsmouth Railroad. 

Chicago Railways Opens La Salle Street Tunnel.—The 
Chicago (Ill.) Railways formally opened the La Salle 
Street tunnel for regular service on July 21. This addi- 
tional outlet will materially relieve congestion in the Loop 
district as all northbound traffic has been confined to three 
bridges over the Chicago River. Several of the through 
routes as well as regular runs known as the Clark-Shef- 
field, Evanston, Riverview, Bowmanville and Larrabee will 
be diverted through the new subway. Construction work 
on the tunnel was started in September, 1909, and the con- 
crete work was completed in May, 1912. Since early in 
April the company has been laying and surfacing the tracks 
and installing the overhead work through the tunnel. 

Proposed Terminal Changes in Toronto.—Henry L. 
Drayton, formerly municipal corporation counsel of To- 
ronto, Ont., and now chief of the Board of Railway Com- 
missioners of Canada, in a letter to the Toronto Board of 
Control has reiterated his previously expressed opinion 
that the city of Toronto has no grounds upon which to 
appeal against the recent order of the Ontario Railway 
and Municipal Board giving the Toronto & York Radial 
Railway permission to divert its track from Yonge Street 
to a private right-of-way. His opinion is concurred in by 
two other counsel, J. S. Fullerton and W. C. Chisholm. 
Notwithstanding this, Acting Mayor Church of Toronto 
still contends that the city has a right of appeal on legal 
grounds and has announced that while he is Acting Mayor 
and Police Commissioner he will try to prevent the com- 
pany from doing any work on the public highways of the 
city. 

Southern Pacific Company Engineering Organization.— 
R. T. Guppy, who was engineer of the suburban lines of 
the Southern Pacific Company in charge of construc- 
tion work in the field, has been appointed chief engineer 
of the Portland, Eugene & Eastern Railway, Portland, 
Ore., and is in charge of all the construction work for that 
company. ‘The electrical engineer for that property is Paul 
Lebenbaum, who was formerly assistant to A. H. Babcock. 
On July 22, 1912, Mr. Babcock was appointed consulting 
engineer for all of the properties. This means that practi- 
cally the same form of organization will be carried out in 
connection with the construction work of the Southern 
Pacific Company at Portland, Ore., as was used with the 
Oakland, Alameda and Berkeley lines of the Southern Pa- 
cific Company in that all plans and specifications will be 
made in the office of the consulting engineer and the de- 
tails carried out by the regular construction forces of the 
property. 
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Financial and Corporate 


Stock and Money Markets. 
July 24, 1912. 

The trading to-day on the New York Stock Exchange 
was dull and narrow and showed a tendency to sag. In 
the industrials General Electric and Westinghouse issues 
were much in evidence. General Electric rose 5 points for 
the day, making a new high record of 186 for the year. 
Westinghouse went to 81, within seven-eighths of 1 point 
of its high record of March 27. Rates in money market to- 
day were: Call, 24@3 per cent; sixty days, 314%4@3% per 
cent; ninety days, 344@4 per cent. 

In the Philadelphia market the features have been the 
Philadelphia Rapid Transit and Lehigh Valley Transit is- 
sues. Rapid Transit stock advanced to 26%. Lehigh Valley 
Transit preferred sold up to 30% and the common at 14%. 

In a dull market in Chicago the Chicago Railway issues 
have been a feature. The series 1’s have sold up from 8934 
a week ago to 08%. Series 2’s were quoted to-day at 25%. 

In the Boston market General Electric was a feature. 
Small sales were recorded of Boston Elevated, Boston & 
Worcester preferred and the Massachusetts Electric issues. 

The Baltimore market was dull and featureless. There 
were small transactions in Augusta & Aiken and United 
Railways issues. 7 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


July 17. July 24. 

American Brake Shoe & Foundry (common)........- a96 a964 
American Brake Shoe & Foundry (preferred)........ al423%4 al41% 
American Cities Company (common),.....csseeeeees 32% a33 
American Cities Company (preferred)........ , 78% a78% 
American Light & ‘Traction Company (common).....a398 a385 
American Light & Traction Company (preferred)..... all0 all0 
American Railways Company... .ccsccreeceseeeerene a4d4 a43%4 
Aurora, Elgin & Chicago Railroad (common),........ ad9 a47 
Aurota, Elgin & Chicago Railroad (preferred)...... a89Y a90 
Boston Elevated Railway. .issscsvcrvccccvsrsencesvcs al27 al27 
Boston Suburban Eleetric Companies (common)...... al5 al5 
Boston Suburban Electric Companies (preferred).... a80 a80 
Hoston & Worcester Electric Companies (common)... a95% a956 
Boston & Worcester Electric Companies (preferred)... a53 5é 
Brooklyn Rapid Transit Companys... ..ecsceeseeees 925% 91% 
Capital Traction Company, Washington, ......s.eee05 *124 al23% 
Chicago City Railway. cccsescccesesevcsvevvsccvece al90 190 
Chicago Elevated Railways (common)........-++.+05 32 a34 
Chicago Elevated Railways (preferred)..........+65- 92 a92 
Chicago Railways, pteptg., ctt. l...... Mardis epietateaeee a90 a97% 
Chicago. Railways, ptcptg., Chi. 2ociicsrseccc acencsces a25 a25% 
Chicago Railways, pteptg., ctf. 3....... ule aiguste'e biWiu a asx a7% agi 
Chicago Railways, ptcptg., ctf. 4.......eeeeu08 Vitae ds a4 4 
Cincinnati Street Railway.........005. Wa Nees wdoe eles ck al30 *130 
Cleveland Railway........... CReidknack ANI rah en al06 al05% 
Cleveland, Southwestern & Columbus Ry. (common)... *4% *474 
Cleveland, Southwestern & Columbus Ry. (preferred) a33 33 
Columbus Railway & Light Company........... ive 809 55 
Columbus Railway (Common).......eeese000. a OU 80 
Columbua’ Railway: (preferred) isu sees ven cascades sees a95 95 
Dayton Street Railway (common)....cccscecsssvecs a25 25 
Dayton Street Railway (preferred)......... tg BN aor, 6. al00 100 
Denver & Northwestern Railway......sscenesseseens al40 140 
GOI WHO RGU WEY) p.wchawornmeaaekn Moaeuknts eared ve 74% 
COnOrel  BleOtride: COMPS. os takes chee Panton. on 178% 181 
Georgia Railway & Electric Company (common)...... al26% al26 
Georgia Railway & Electric Company (preferred).... 85% aso 
Interborough Metropolitan Company (common)....... 20% 20% 
Interborough Metropolitan Company (preferred)..... 5834 58% 
International Traction Co., 4% bond rets..........0- 75 e7D 
Indiana Union Traction Company.........cceecceee bh | ict 
Kansas City Railway & Light Company (common)... al8% 18% 
Kansas City Railway & Light Company (preferred).. 40 40 
Lake Shore Electric Railway (common).......c...08 *6% *6% 
Lake Shore Electric Railway (1st preferred)......... *85 *85 
Lake Shore Electric Railway (2d preferred)......... F228 #23 
DEMME TERT | LEBILWAS” "se kell tin sta phinaie vec k Cane oie 35 135% 
Massachusetts Electric Companies (common) al9%y 3190 
Massachusetts Electric ‘Companies (preferred) ad4 a78 - 
Milwaukee Electric Railway & Light (preferred) *105 *105 
NOrrOMe Kelway O° Light Cavity. be coeeescctes 26 26 
Worth Amertoan Company. oir. cv cvsedacncdce saws 82% 82% 
Northern Ohio Light & Traction Company (common).. a65 65 
Northern Ohio Light & Traction Company (preferred),al0 105 
Philadelphia Company, Pittsburgh (common)....... : a52 52 
Philadelphia Company, Pittsburgh (preferred)..... ‘ a44V, aaa 
Philadelphia Rapid Transit Company............... a24% “26% 
Portland Railway, Light & Power Company......... “69. ia) 
Public Service Corporation...........008 ext aE alll 112 
Third Avenue Railway, New York................. : 373% \ 37 
ee “ong vont & Light Company.................. a7 : 7 
Twin City Rapid Transit Co., Minneapolis (ex on). LORE 
United Ry. & Electric Company CBaltieeen eee gate eect 
United Rys, Inv. Co, (common)........... eit sey ere 
United Rys. Inv. Co. (preferred)...............0077 asB” nee 
Virginia Railway & Power Company (common)... ., “441, x - 
Virginia Railway & Power Company (preferred) 897i 44% 
Washington Ry, & Electric Company tocominod) #07" 8634 
Washington Ry, & Electrie Company (prefe: ) so4Ys als 
West End Street Railway, Boston (common)... . acts tant: 
West End Street Railway, Boston (preferred)..... 2! 1100 ' a85 Y 
 eatingnouse Fite. me Mig. Co... ws 1 eae 7 be 
Nestinghouse Elec. & Mfg. Co. (1s oe ae 9 

eer aslar ie Aaiek: g (lst preferred)...... al2l all4d&y 
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ANNUAL REPORTS 


Philadelphia Rapid Transit Company 


The annual report for the fiscal year ended June 30, 1912, 
compares as follows with the preceding year: 


Year Ended June 30. 1912. 1911. 
Gross passenger earmingS ....+-++.+-sseeers $21,727,468 $20,612,687 
Receipts from other sources.......+++-++ ee 973,223 916,781 

$22,700,691 $21,529,468 
Maintenance and renewals: 

Maintenance. os es aes sioteletuielelpieteteter seam tanta $2,681,022 $2,624,692 

Reserve fund for renewals ..........sse0% 724,082 04,728 

Total appropriation siete olieleeines amr .. $3,405,104 $3,229,420 
Operation of power plants........+.seeeeeee 15305005 1,427,022 
Operation of cars . 5,765,414 5,348,479 
General’ ive <vwsleixn ewe 2,087,968 1,988,648 
Taxes ©. sic oss; orta. o,an0ie yesstar blake ts ole ehateetekeete ae nar 1,158,772 1,155,491 

$13,948,831 $13,149,060 

Net earnings from operation...........++. $8,751,860 $8,380,408 
Tnterest  isa:sisjers steers Sarecteter deals abgames emer rat $1,509,473 $1,469,748 
Reritals: oiyats Gove cus -<ctele antecteliguel ae iatela aistnnettetcte tener aiate 7,392,877 7,326,220 

$8,902,350 $8,795,968 

Deficit «os a0 ave 4 Re win lip telere sles einen con en tetaie $150,490 $415,560 


A statement of the surplus account shows that the surplus 
as of June 30, 1911, was $358,250. From this there were de- 
ducted $03,435 on account of the strike expenses of 1910, 
written off at the rate of Io per cent per annum as recom- 
mended by Vollum, Fernley, Vollum & Rorer, public ac- 
countants, and.$4,579 miscellaneous charges, a total of $08,- 
o14. The surplus as of June 30, 1912, was $260,236. 

A statement to stockholders, signed by Charles O. Kru- 
ger, the president, and T. E. Mitten, chairman of the execu- 
tive committee, says in part: 

“The Stotesbury management assumed charge and con- 
trol of the affairs of your company on June 5, 1911, under- 
taking within a five-year period to furnish to the public an 
adequate system of transportation, to recognize the efforts 
of the motormen and conductors in the way of co-opera- 
tion by such wages as the resulting increased efficiency 
makes possible and to build up the property of the Phila- 
delphia Rapid Transit Company to the end that it may be 
a credit to the city of Philadelphia and produce to its own- 
ers a return upon the $30,000,000 of capital stock actually 
paid in. ; 

“To provide funds for the improvements and additions to 
property necessary to complete the rehabilitation of the 
system and for the refunding of the outstanding obligations 
maturing during the five-year period, the Philadelphia 
Rapid Transit Company executed under date of March 1, 
1912, a mortgage pledging the remaining equity in the Mar- 
ket Street Elevated Passenger Railway to secure an issue 
of $10,000,000 fifty-year 5 per cent sinking fund bonds, 
guaranteed principal and interest by the Union Traction 
Company of Philadelphia. 

“The Stotesbury management in its preliminary outline 
of plans, as set forth in a communication to the city dated 
April 10, 1911, undertook to supply during the ensuing five- 
year period 1300 cars of the most modern type with cross 
seats, having nearly double the seating capacity of the 
obsolete equipment to be retired from service, or an aver- 
age of 260 new cars per year. By June 30, 1912, the close of 
the first fiscal year, there have been received 400 new near- 
side surface cars and thirty new elevated cars; 450 addi- 
tional near-side cars are on order for delivery by Dec. 1, 
1912, so that within one year and a half 850 near-side and 
thirty elevated cars, or a total of 880 cars, will have been 
purchased as against the 520 promised during the first two — 
years. ; é ' 

“During the year ended June 30, 1912, $1,3c1,286 was ex- 
pended on account of the new near-side cars and standard | 
track reconstruction; of this amount $650,643, representing 
the cost of the small four-wheel cars and the lighter and 
obsolete type of track replaced, was charged to the reserve 
fund for renewals. The physical integrity of the property 
's maintained by this means without any increase in cap 
obligations. The remaining $650,643 represents the ad 
tional cost of the new near-side cars, which have more | 
double the seating capacity of the small four-wheel 
displaced, and the additional cost of the standard trac 
struction over the obsolete track replaced. This . 
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representing 50 per cent of the total cost, was therefore 
charged to capital account; $408,156, being the amount ex- 
pended for cars under the head of additional property, rep- 
resents the cost of the thirty elevated cars and the freight 
and miscellaneous car equipment purchased during the year, 
all of which is new and additional property and therefore 
properly chargeable in its entirety to capital account. 

“The construction of a carhouse, costing approximately 
$500,000, located at Tenth and Luzerne Streets, to be used 
for the housing of the new near-side cars, is now under 
progress. 

“There was also contained in the aforementioned com- 
munication to Councils a promise that $229,000 from the 
proceeds of the new $10,000,000 bond issue would be used 
for the construction of a new double-track cross-town line 
on Snyder Avenue and of certain extensions to other lines. 
This work was completed prior to Jan. 1, 1912. 

“The mortgage securing the new $10,000,000 loan stipu- 
lates that bonds to the amount of $2,000,000 shall be issued 
as of March 1, 1012, the date of the mortgage, and $2,000,000 
during each of the four succeeding years, with the provision 
that these issues may be anticipated with the consent of 
the Union Traction Company. The management deter- 
mined to purchase new cars faster than promised, thus giv- 
ing the public better service and the company a greater 
earning power. Accordingly 880 new cars were contracted 
for as against the 520 originally contemplated, and in order 
to meet this large outlay the consent of the Union Traction 
Company was obtained to an issue of $2,000,000 bonds on 
Oct. 1, 1912, and $2,000,000 on Jan. 1, 1913. This is in addi- 
tion to the $2,000,000 issued under date of March 1, 1912. 

“The capacity of the company’s power plants as of July 
I, IOTT, was not sufficient to propel additional cars, or to 
heat the cars operated. through the evening rush hour dur- 
ing the preceding winter season. To meet this shortage 
a five-year power contract was entered into with the Phiia- 
delphia Electric Company in July, 1o11, covering the pur- 
chase of 8000 kw for delivery commencing in November, 
1911, and your company simultaneously increased by 6000 
kw its own power production at the Delaware Avenue plant. 

“This power contract with the Philadelphia Electric Com- 
pany has now been extended to cover a ten-year period and 
increased from 8000 to 15,000 kw commencing Nov. 15, 1912, 
and to 20,000 kw commencing Nov, 15, 1913. The contracts 
with the Philadelphia Electric companies operating in Dela- 
ware County have also been increased from 560 kw to 1200 
kw effective on Oct. 1, 1912. This additional power will en- 
able your company to operate during the peak load of the 
coming winter of 1912-13 sufficient additional cars to supply 
over 30 per cent added seating capacity during the rush 
hours of travel as compared with the winter of 1911-12. 

“A new contract has been entered into with the Phila- 
delphia Electric Company for the supply of 5000 kw in the 
northern district, including Chestnut Hill, Ogontz, Willow 
Grove and Neshaminy, for a period of ten years commenc- 
ing June 1, 1913. The purchase of this power relieves the 
Philadelphia Rapid Transit Company from the capital ex- 
penditures necessary to the modernizing and enlargement 
of its power-producing units in this outlying district. 

“Fire insurance policies to an amount of $20,318,500 at a 
rate of 50 cents per $100, representing an annual premium 
of $101,502, were in force prior to June 21, 1912. Fire in- 
surance policies to an amount of $21,000,000 at a rate of 45 
cents per $100, representing an annual premium of $04,500, 
were written as of June 21, 1912, for a period of one year 
and placed with companies authorized and admitted in this 
State in accordance with the rules and regulations of the 
Underwriters’ Association. 

“The Stotesbury management in August, 1911, issued the 
co-operative plan as representing its policy of co-operation 
with the motormen and conductors. Under the co-opera- 
tive plan 22 per cent of the gross passenger earnings is set 
aside in a separate fund for use in payment of wages, pen- 
sions and death benefits of the motormen and conductors 
engaged in the passenger service, and a co-operative com- 
mittee composed of the representatives of the men and the 


management is established for the consideration of ways. 


and means to improve the character of service to the pub- 
lic and the working conditions and wages of motormen 
and conduetors, 
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“The co-operative plan promises increases in wages as 
rapidly as the use of the 22 per cent fund makes possible, 
but in no case later than the dates contained in the com- 
pany’s published notice of April 5, 1910, The maximum 
wage paid prior to July 1, 1911, was 23 cents per hour. 
Effective July 1, 1912, the maximum rate was 25 cents per 
hour, this being two years in advance of the company’s 
published notice of April 5, 1910, and representing an in- 
crease of 2 cents per hour in one year, all of which has 
been accomplished by the aid of the 22 per cent fund. 

“Effective July 1, 1912, an increase of 1 cent per hour was 
given to over 1500 men employed in the cleaning and repair 
of cars. The wages of these men are not included in the 
22 per cent fund. 

“The crusade for the prevention of accidents in which the 
company has been ably assisted by the Board of Public 
Education, the Permanent Public Safety Committee and 
the city government has been most effective in reducing 
the number of serious accidents occurring as compared with 
previous years. The safety devices, as applied to the new 
near-side cars, and the improved wheel guards which have 
now been installed upon all of the passenger cars, have also 
proved of great effect in the saving of life. Following the 
defined policy of this management the claims department 
by a determined effort during the past year has made a 
reduction of over 25 per cent in the number of litigated 
cases pending against this company. 

“Your directors authorized as of Feb. 19, 1912, a broad- 
ening of the plan covering pensions and insurance. All 
employees who have reached the age of sixty-five years and 
completed twenty-five years of continuous service in the 
employ of the company, and who are in receipt of com- 
pensation not exceeding $200 per month, are, when unable 
further to perform their duties, entitled to a pension of $20 
per month. A $500 death benefit is also paid to the surviv- 
ing family or dependents of all employees above the age 
of twenty-one years who have been in the continuous serv- 
ice of the company for two years prior to their death and 
who are in receipt of compensation not to exceed $200 per 
month. 

“During the year ended June 30, 1912, pensions were paid 
to fifty of the older employees of the company who are 
eligible under this pension plan, and the $500 death benefit 
was paid to the families or dependents of eighty-seven em- 
ployees who for two years prior to the time of their death 
had been in the continuous service of this company. The 
total expenditure for the year on this account was $55,853, 
which, in view of the well-earned recognition on the part 
of those now receiving pensions and of the timely assist- 
ance rendered to the surviving families or dependents by 
the use of the $500 death benefit, more than recompensed 
the company for the disbursements in this behalf.” 

During the year the expenditures for property and the 
refunding of capital obligations to be met from the pro- 
ceeds of the $10,000,000 Philadelphia Rapid Transit Com- 
pany 5 per cent collateral bonds included $1,301,286 on 
account of new near-side cars and standard track recon- 
struction, less 50 per cent charged to the reserve fund for 
renewals, leaving a net charge of $650,643. Expenditures 
for additional property during the year were as follows: 
Real estate, $224,366; track, $507,785; cars, $408,156; power, 
$562,315; miscellaneous, $50,096; total, $1,752,718. The re- 
funding of capital obligations required a total of $264,980. 

The following statement of the reserve fund for renewals 
is contained in the report: 


Appropriation from current assets Dec, 31, 1910, as per require- 
ment of the Stotesbury management to meet the then esti- 
mated deficit of the following three-year period............. $1,500,000 
Appropriation from income (being the unexpended balance of 
15 per cent. of gross earnings charged to operation for 
maintenance and renewals): 


DL ee Rt Fists cnet Mars oS Win hee a 10s e Scala te aid hems eda wie osc Oe pe FR, ee) ergs 8 604,728 
RO TONME eer k Berl GA Ahi, shane eRe toni heii mae celee mee 724,082 
Proceeds sale of obsolete equipment, etc.........eeee eee eeeee 20,313 
$2,849,123 
From which deduct: 
RESIS HOT ate araa'ds CoA Ln BOM Oe wane $415,560 
Deficit W912 sc. ccecie sce geee ver Whine OO acne cece esc 150,489 
Renewal expenditures, being 50 per cent of the 
payments on account of the new near-side cars 
and 50 per cent of the cost of standard track 
FACONSETUCTION. vss Misicisigin 0.6 dine vs sem y Wind eines 650,643 
1,216,692 
Credit balance an munds lune 30, 1912.......ccaseiwaastovece $1,632,431 
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Federal Light & Traction Company 


Earnings of controlled companies, after provision for 
reserve funds and elimination of inter-company earnings, 
compare as follows for the last three years: 


Pt git sete 
GroSS CArNiNgGS 1. .eeeeveresercves $1,496,177 1,352, ’ Fi 
Operating expenses and taxes..... 887,095 768,659 764,554 
Net GALMiNgs ccsvvrsctencerusoes 609,082 583,790 452,880 


These figures include earnings of the Springfield (Mo.) 
Railway & Light Company, control of which was acquired 
on March 1, 1911, and the Trinidad Electric Transmission 
Railway & Gas Company, the property of which was ac- 
quired on Sept. I, 1911. 

C. C. Chappelle, vice-president and general manager, said 
in the report to the stockholders: 

“During the fiscal year ended Dec. 31, 1911, the earning 
power of properties controlled by your company, after 
elimination of inter-company earnings, and including prop- 
erties acquired, increased from $722,552 to $1,496,177 in 
gross, and from $314,156 to $609,082 in net earnings. 

“Upon March 1, 1911, the company acquired control of 
the railway, gas, electric and steam heating properties of 
Springfield, Mo., and upon Sept. 1 of the electric, gas, 
interurban and local railway properties of Trinidad, Col. 

“The recent sale to bankers of $3,000,000 thirty-year 5 
per cent bonds and $1,500,000 ten-year 6 per cent debentures 
provides the company with ample cash, first, to fund 
temporary financing necessitated by acquisitions and im- 
provements; and second, to retire all outstanding bonds 
except $2,000,000 Springfield Railway & Light first lien 
bonds sold last spring. 

“As a result of the substantial increase in earning power 
and successful financing accomplished, a larger share of the 
constantly increasing revenue should accrue to the benefit 
of the common stockholders.” 


Sale of Wheeling (W. Va.) Traction Company 


The West Penn Traction & Water Power Company, con- 
trolled by the American Water Works & Guarantee Com- 
pany, Pittsburgh, Pa., has purchased the property of the 
Wheeling Traction Company, the stock of which was 
deposited with the Dollar Savings & Trust Company, 
Wheeling, W. Va., subject to sale as noted in the Evecrric 
RAILWAY JOURNAL of June 15, 1912, page 1052. The prop- 
erty will be taken over by the West Penn Traction & Water 
Power Company as of Aug. 1, 1912. 

The West Penn Traction & Water Power Company will 
extend the interurban lines of the Wheeling property in 
several directions. Work will also be commenced in the 
near future on the extension of the high-tension power lines, 
connecting the Wheeling properties with the West Penn 
Company’s high-tension system. The contract for the con- 
struction of the dam on the first development of the new 
hydroelectric plant of the West Penn Traction & Water 
Power Company on the Cheat River, West Virginia, has 
been let to the T. A. Gillespie Company, the amount named 
being in the neighborhood of $1,000,000. This contract does 
not include the machinery and equipment. The first de- 
velopment on the Cheat River will have an installed ca- 
pacity of 48,000 hp. It is expected that over 100,000 hp 
will be available when the up-river developments are com- 
pleted. 


Bay State Street Railway, Boston, Mass.—The Bay State 
Street Railway has petitioned the Massachusetts Railroad 
Commission for authority to issue $2,000,000 of coupon 
notes to fund its floating indebtedness. 

Brazilian Traction, Light & Power Company, Ltd., 
Montreal, Que.—Some changes have been made in the 
terms proposed for the merger of the Rio de Janeiro Tram- 
way, Light & Power Company, Ltd., the Sao Paulo Tram- 
‘way, Light & Power Company, Ltd., and the Sao Paulo 
Electric Company, Ltd., as the Brazilian Traction, Light & 
Power Company, Ltd., as given in the Execrric RAatLway 
Journat of June 20, 1912, page 1140. For every share of 
the stock of the Sao Paulo Tramway, Light & Power Com- 
pany, Ltd., stockholders will receive two and three-quarter 
shares of stock in the holding company instead of two and 
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one-half as first proposed. Stockholders of the Rio de 
Janeiro Tramway, Light & Power Company, Ltd., will re- 
ceive one and three-fifth shares of new stock for each share 
of their present holdings, and stockholders of the Sao Paulo 
Electric Company, Ltd., will receive one share of common 
stock in the new company for each share now held, instead 
of half preferred and half common. 

Brooklyn (N. Y.) Rapid Transit Company.—The Public 
Service Commission of the First District of New York has 
adopted an order authorizing the purchase for the Brooklyn 
Rapid Transit Company of 495 shares out of the 500 shares 
of the outstanding stock of the Prospect Park & South 
Brooklyn Railroad and of 820 shares out of 1000 shares 
of the capital stock of the New York & Coney Island Rail- 
road. These two companies, although heretofore controlled 
by Long Island Railroad interests, have been operated by 
the Brooklyn Rapid Transit Company as a part of the 
Culver route, and it has been deemed necessary to have 
the right of way owned by the two companies transferred 
to the Brooklyn Rapid Transit Company so that operating 
rights can be transferred to the city under the dual plan for 
subway that has practically been agreed upon, The sum 
of $112.50 will be paid for each of the above outstanding 
shares of both companies. 

Chicago (Ill.) Railways—The Chicago Railways has de- 
clared a dividend of 6 per cent on the series 1 participation 
certificates, payable on Oct. 1, 1912, to holders of record on 
Aug. 2. An initial dividend of 4 per cent was paid on Nov, 
15, 1908, on the certificates, and a payment of 8 per cent was 
made Sept. 1, 1909. No dividend has been disbursed since 
that time. 

Columbus Railway & Light Company, Columbus, Ohio.— 
The analysis of the affairs of the Columbus Railway & 
Light Company, Columbus, Ohio, and the underlying cor- 
porations has, practically been completed and the data cover- 
ing the financial and operating conditions of the companies 
and their relations to each other are being compiled. As 
soon as this work has been finished a meeting will be called 
to consider the affairs of the companies. 


Columbus, Urbana & Western Electric Railway, Colum- 
bus, Ohio.—L. P. Stephens, receiver of the Columbus, Ur- 
bana & Western Electric Railway, has been authorized by 
Judge Rathmell, of the Franklin County Common Pleas 
Court, to issue $286,000 of receiver’s certificates to provide 
funds to extend the line to Dublin and the Girls’ Industrial 
Home near Delaware. The extension will be 12 miles long 
and will make the total length of the road 20 miles. 


Elmira Water, Light & Railroad Company, Elmira, N. Y. 
—The Public Service Commission of the Second District of ; 
New York has authorized the Elmira Water, Light & Rail- 
road Company to issue consolidated mortgage § per cent 
fifty-year gold bonds to the amount, par value, of $201,000, 
The bonds are to be sold at not less than 87 and the pro- 
ceeds are to be used to purchase eight cars, erect a new 
carhouse and paint shop, add new tracks and pave in 
Elmira, and for sundry improvements, 


General Gas & Electric Company, New York, N. Y.— 
The General Gas & Electric Company, the organization of 
which was noted in the Execrric Ratway Journan of July 
6, 1912, will include among its directors W. S. Barstow, 
Lucien H. Tyng, George C, White, Jr, and Joseph B, Tay- 
lor of W. S. Barstow & Company; A, Ludlow Kramer and— 
Henry E. Cooper of the Equitable Trust Company; Here — 
bert Nash, Jr., and Francis E, Smith, of Moors & Cabot: — 
James C. Bishop and J. F. B. Mitchell, Jr, of Redmond 
Company, and G. Tracy Rogers, Binghamton, N. Y. J 
Barstow will be president of the new company, A 
Converse & Company, New York, N. Y., will offer the 
curities of the new company on the basis of $1,000 of 
ferred stock and $400 of common stock, par value, fa 
cash and accrued dividends on the preferred stock, Pa’ 
for stock will be in four instalments of 25 per cen 


Groton & Stonington Street Railway, Mystic, Con: 
Morton F. Plant, New Seed ae A. E. Locke, 

Verille and F. de C. Sullivan, Boston, Mass,, 

Avery and R, W. Perkins, Norwich, Con: 
elected directors of the Groton & Stoningto 
way to succeed B, A. Armstrony R. Han 
Comstock, B. F. Williams, Costello Lippit 


7 4 
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Higgins, New officers have been elected as follows; Mor. 
ton BR Plant chairman of the boards AL Ey Locke, presi 
dent; Ro W, Perking, secretary and treasurer, 


Iilinoia Traction System, Champaign, Mh—\ccording to 
the Heonomist of London, England, $88,000 of first and re 
funding mortgage § per cent wold bonds of the St, Louis, 
Springheld & Peoria Railroad due in 1og8 are being offered 
to British investors for subscription at o8b4, These bonds 
are guaranteed as to principal and interest by the Ulinois 

— ‘Traction Company, The amount of first and refunding 
bonds outstanding is $4,013,000, and the authorised isaue is 
$15,000,000, OF these bonds $r1o87,000 can be issued only 
if the gross earnings for the preceding twelve months have 
equaled five times and the net earnings one and three- 
quarters times the interest on the bonds outstanding and 
those proposed to be issued, 


Lake Shore Electric Railway, Cleveland, Ohio The Lake 
Shore Mlectric Railway haa applied to the Public Service 
Commission of Ohio for permisaion to issue SOo,000 of § per 
cent bonds to be sold at par, the proceeda to be used to 
purchase additional rolling stock and to doublestrack por 
tions of the ine, The commission refused to grant the 
previous application of the company to issue $96,000 of 
bonds at So, 

Louiaville (Ky.) RailwayeWilliam S, Speed has been 
elected a director of the Louisville Railway to succeed his 
father, the late James Ly Speed, ‘The position of chairman 
of the executive committee, held by Jamea Ty Speed from 
1000, when he resigned the presideney of the company, 
until his death, will be filled by ‘T) J. Minary, president of 
the company, The vacancy in the executive committee has 
been filled by the election of Charles Ty Datlard, The other 
member of the committee is A, Py Humphrey, 


Mid-Crosstown Railway, New York, N, Yoe A hearing 
was piven recently by the Public Serviee Commission of 
the Mirsat District of New York to the MideCrogstown Wall 
way, As mentioned previously, the Mid-Crosstown Rail 
way was incorporated to permit the reorganivation of (he 
Twenty-eighth and Twentyeninth Streets Crosstown Rail 
way, and has applied to the commission for permission to 
issue $00,000 of stock, faoo,oo0o of firat mortgage bonds 
and $400,000 of second mortgage bonds, At the hearing 
held on June 1§, tora, Henry Mloy, consulting engineer for 
the company, placed the value of the property of the con 
pany at $710,000, being the cost to reproduce it new, in 
cluding development expenses, ‘The next hearing will be 
held on Aug. at, when the engineer for the commission will 
introduce evidence as to his appraisal of the property, ‘The 
Third Avenue Railway has applied to the commission for 

permission to purchase the new issue of stock and bonds of 
the Mid-Crosatown Railway, The price offered by the 
Third Avenue Railway for the entire property ia $g7g.7to, 
Monongahela Valley Traction Company, Fairmont, W, Va, 
—The holdera of the $1,000,000 of § per cent notes of the 
Fairmont & Clarksburg Traction Company which have been 
ealled for payment on Aug, 1, 1018, will have the option of 
converting the notes into stock of the company, 


Oakland (Cal) Railwaya.—The Oakland Railways has 
called for payment on Sept, 1, rota, at roa and interest, 
$2,g00,000 of notes due on Sept, 1, 101g, 


Ohio Electric Railway, Cincinnati, Obiow='The Dayton 
Ohio) Lighting Company has leased the Tilly & Dales 
Betwas to the Ohio Electric Railway, The Hilla & Dates 
Railway, which is about a mile long, wae built primarily to 
 «ferve the automobile and the country clubs, 


Paris (11) Traction Company=The Paris Traction Com: 
pany has elected officers ay follows: Marahall 1, Sampeell, 
president of the Central {Mlinolg Public Service Company 
nd the Central Iinols Traction Company, president; W, 
M. Brown, vice-president; Carl Cripe, secretary; R. B, Dons 
nelley, treasurer and auditor of the Central Tlinois Traction 
ompany, secretary, The officers, together with I, D. 
f, constitute the board of directors, The report of 
le of the property of the Paris Traction Company to 
npaell w coe to in the Eumermre RATLWAY 
of July 6, tora, page 30. 
, Butler & New Castle Railway, 
W. S, Kuhn, Pittsburgh, Pa, are re 
din the interest of the West Penn 
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Railways an option which they are said to have secured 
on the Pittsburgh, Harmony, Butler & New Castle Rail 
Way, 

Rochester, Corning & Elmira Traction Company, Roch. 
eater, N. Yom W, C. Gray, who was engineer of the Roches: 
ter, Corning & Elnira ‘Traetion Company, has been Ap. 
pointed receiver of the company by Judge Glegerich of the 
Supreme Court, Mer, Gray obtained a judgment againgt the 
company on July yg ort, for $34,080 The company was 
incorporated tn August, 1006, to build an electric railway 
to connect Rochester, Corning and Elmira and was au 
thorived by the Public Service Commission of New York 
to issue $1,000,000 of bonds, Tt made a mortwape to the 
How suspended Carnegie Trust Company, New York, No Yo 
as (riiatee fo secure an issue of fOO00,000 of bonds, 

Schuylkill & Dauphin Traction Company, Pottaville, Pan 
Andrew 1B, Greenshields, Philadelphia, Pay haa been ap 
pointed receiver of the Sehuylkill & Dauphin ‘Traction 
Company, which was incorporated on April go, 1008, and 
leased for ooo years the Lykens & Willlame Valley Street 
Railway, The intereat on $60,000 of § per cent notes of 
the Lykens & Williame Valley Street Railway given in 
favor of the Pranklin Trust Company, Philadelphia, Pay 
and guaranteed by the Sehuylkill & Dauphin Traction Com 
pany, is tn default, 


Syracuse, Lake Shore & Northern Railroad, Syracuse, 
N, Yee The Public Services Commiasion of the Second Dis 
trict of New York haa authorived the Syracuse, Lake Shore 
®& Northern Railroad to inereage its capital atoek from 
bl deka to $1,§00,000 and to isatie §oo,000 of preferred 
aloek, 


Toledo, Port Clinton & Lakeside Railway, Toledo, Ohio, 

On July 1 tora, the transfer of the property of the 
Voledo, Port Clinton & Lakeside Railway to the North 
western Ohio Railway & Power Company was authoriged 
by the Public Serviee Commission of Ohio, At the same 
time the purchasing company was authoriged to iaaue 
$1,900,000 of first mortwage 6 per cent gold bonds and an 
equal amount of atoek, of whieh Sso0,000 ia to be preferred 
stock and the remainder common stoek, Wy. S. Barstow, 
New York, N.Y, owner of the company, will receive 
#1,100,000 of bonds and H1,4o00,000 of atoek of the new cone 
pany for the property, The proceeds of the rematning 
ao0,000 of bonda will be used to extend and improve the 
property, Tt wae stipulated that the bonds should be sold 
at par, Tn this connection the commission ordered the te: 
Hirement of all the $1,900,000 Of honda and the $1,800,000 of 
atock of the Poledo, Port Clinton & Lakeside Railway, 


Toledo Railwaya & Light Company, Toledo, Ohio The 
Voledo Railwaya & Light Company has been given until 
Sept, @ tora, to file ite answer to the application of the 
United States Mortgage & Triat Company for the appoint 
ment of a receiver for the company, 

Vicksburg Light & Traction Company, Viekwburg, Misses 
The Vieksburg Light & ‘Traction Company, whieh baw sue 
ceeded to the property of the Vieksbury Traction Company 
and the Vieksburg Lighting Company, aw noted in. the 
Mimerkie RAmWAY JOURNAL of July 14, 1012, page 60, haa 
elected officers aw followa: W, Tt, Walter, prealdents T, Cy 
Kinston, Jr, secretary and treasurer, 

Weat Virginia Traction & Mlectrie Company, Wheeling, 
W, VaeThe Weat Virginia Traction & Eleetrie Company 
has been incorporated in Weat Virginia with $4,000,000 of 
authorized capital atoelk, of whieh $a,oooo00 is y per cent 
cumulative preferred stock, Tt will take over the City & 
Kim Grove Railway, Wheeling, and has agreed to purehase 
the properties of the Union Utilities Company, Morgan 
town, W, Va, for the stim of $1,240,000 payable by the de 
livery of #§60,000 of ¥ per cent Cumulative preferred stock, 
fa00,o00 of § per cent three-year collateral notes and h48o,- 
000 of common stock of the Weat Virginia Traction & lee 
trie Company as follows: Mor the $#oo,000 of common stock 
of the Union Utilities Company, §§60,000 of » per cent eumu 
lative preferred stock and $4yoo,o00 of common atoek;y for 
the #a00,000 of preferred stock of the Union Utilities Com 
pany, $200,000 of § per cent threesyear collateral notes and 
H8o,000 of common stock, The statement is made that if 
the offer of the Union Utilities Company in accepted the 
Weat Virginia Traction & Hleetrie Company will authorize 
the placing of a firat and refunding mortgage upon all ite 
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properties to secure an issue of not more than $25,000,000 of 
three-year 5 per cent gold bonds, except that $1,565,000 of 
this amount will be 6 per cent gold bonds tc be issued as 
security for the proposed issue of $1,250,000 of three-year 5 
per cent notes. The total outstanding bonded debt of the 
City & Elm Grove Railway and the Union Utilities Com- 
pany is $3,262,000, upon which the annual interest charge is 
$163,100. The circular addressed to the holders of the se- 
curities of the Union Utilities Company by the West Vir- 
ginia Traction & Electric Company is signed by William 
Morris Imbrie, of William Morris Imbrie & Company, New 
York, N. Y., as vice-president. 


Dividends Declared. 


Lewiston, Augusta & Waterville Street Railway, Lewis- 
ton, Me., quarterly, 114 per cent, preferred. 

Monongahela Valley Traction Company, Fairmont, W. 
Va., 2% per cent, preferred. 

Northern Texas Electric Company, Fort Worth, Tex., 
3 per cent, preferred; quarterly, 1% per cent, common. 

United Power & Transportation Company, Philadelphia, 
Pay anl:Al. 

West Penn Railways, Pittsburgh, Pa., quarterly, 1% per 
cent, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


BATON ROUGE ELECTRIC COMPANY. 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Surplus. 
1m. May, 712 $13,902  *$7,769 $6,133 $1,730 $4,403 
ntoe 3 1] 10,110 *6,166 3,945 1,722 2,223 
12“ “ 12 132,260 *79,969 52,291 20,753 31,539 
ws 11 113,339  *72,896 40,443 20,679 19,763 
BROCKTON & PLYMOUTH STREET RAILWAY. 

Im., May, 712 $9,759  *$7,688 $2,071 $1,055 $1,016 
“Were 1] 10.070 *8,080 1,990 1,106 884 
ese 12 119,264  %*89,837 29,427 12,641 16,786 
2“ iy 120,146  *89,185 30,961 13,402 17,559 
CAPE BRETON ELECTRIC COMPANY, SYDNEY, N. S. 

Im., May, 712 $28,578 *$16,192 $12,386 $5,703 $6,683 
pea 11 27.651 15,472 12,179 5,655 6,525 
2“ 12 344,416 *190,191 154,225 67,872 86,353 
2 « 11 328,924 *176,149 152,776 67,850 84,926 
DALLAS ELECTRIC CORPORATION. 

Im., May, 712 $150,065 *$90,141 $59,924 $24,666 $35,257 

eee a "11 132,585  *94,309 38,275 21,711 16,564 
2 = 12 1,688,788 *1,110,004 578,784 256,242 322,542 
| A 41 1,544,195 *1,040,634 503,561 249,053 254,508 

EAST ST. LOUIS & SUBURBAN RAILWAY. 
1m., June, 712 $194,426°) $105,348) saS89:078 mt nt ernie 
Ee os 11 185,736 100,403 85,333. accor ner ee 
6" a 12 Tj148;856/8 1 618,014 2530;8420rm ope eee 
6 oe 41 1,091,720" S87;623%.0 504,097. cs tee erre Mana an 
EL PASO ELECTRIC COMPANY. 
1m., May, ’12 $59,838 $34,378 $25,461 $6,597 $18,863 
aD 11 54,162 32,590 21,572 6,678 14,894 
tots oe 12 722,464 408,814 313,650 82,337. 231,314 
gat ate 41 658,208 399,952 258,255 80,151 178,104 
GALVESTON ELECTRIC COMPANY. 
1m., May, ’12 $39,199 *$21,845 $17,354 $7,900 $9,454 
a 11 37,626  *21,342 16,285 6,799 9,486 
ee hes 12 456,649 *262,392 194,258 89,451 104,806 
12° 6 ‘11 395,577 *234,225 161,352 82,006 79,346 
GALVESTON-HOUSTON ELECTRIC COMPANY. 
lm. May, 12 $168,519 *$97,821 $70,698 $33,815 $36,884 
1‘ “ "11 128,831  *81,285 47,547 19,100 28,439 
12s 4! 712 1,697,801 *1,048,707 649,093 303,273 345,820 
em re 11 1,390,298 *876,438 513,860 238,101 275,760 
HOUGHTON COUNTY TRACTION COMPANY. 
1m., May, ’12 $24,089 *$14,381 $9,708 6,612 3,096 
Lee Githee fey) 24,108 *13°107 11,000 were a 
ae MASE, 300,669 *179,269 121,399 63,990 +~—Ss- 57,410 
12 ‘ 11 304,759 *178,450 126,308 62,965 63,343 
JACKSONVILLE TRACTION COMPANY. 

Im., May, 12 $52,515 $20,259 $9,830 $10,430 
Line 11 47,625 b 18,643 6.769 11/875 
12% : 12 572,965 *356,348 216,617 112,086 104,531 
12 11 584,449 *359,723 224,726 79,978 144,748 
NORTHERN TEXAS ELECTRIC COMPANY. 

lm., May, 12 $148,060 *$77,318 570,742 $20.84 
4 s "11 136,228 *75,112 ( pee oes 
yd $f "12 1,634,302 *890,489 251.677 4927137 
12 ** oh hi 1,525,094 *846,442 221.714 456,938 
PADUCAH TRACTION & LIGHT COMPANY. 7 
Im., May, "12 $21,418 "$15,955 $5,462 $7,132 $1,669 
1 11 21,350 13,251 (96 6.48 1.616 
12 ye eae 275,783 *180,601 inde 
Dy MeN 11 255,952 *154,890 101° eee 
PENSACOLA ELECTRI( aS 
Im., May, °12 $24,141 *$14,828 69.213 Ae anh 
1 7s ees 23,844 _*14'263 9 EOS Ap | 
1g S508 12 286,825 181,303 9195/3 277 ae 
12 aE PNY 281,186 *173,525 107.462 $1,423 


"Includes taxes, 
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Traffic and Transportation 


Expression of Opinion on Interlocking Plants in Indiana 


The Railroad Commission of Indiana submitted the fol- 
lowing questions on June 27, 1912, to Thomas M. Honan, 
attorney general of the State, for an expression of opinion 
by him in regard to them: ; 

“Are steam railroads required to stop their trains and 
cars before passing over interurban railways within the 
limits of cities and towns when the point of crossing is 
not on a street or public way of the municipality?” 

“Are steam railroads required to stop their trains and cars 
before passing over another steam railroad within the limits 
of a city or town?” 

“Has the Railroad Commission authority to require the 
installation of an interlocker at the crossing of two steam 
railroads or the crossing of a steam railroad and an inter- 
urban railway within the limits of a city or town?” 

Mr. Honan’s opinion follows: 

“Section 2677 of the Revised Statutes of 1908 requires 
both steam railroads and electric railways to bring their 
trains or cars to a stop at all crossings where interlocking 
systems are not maintained. This law requires such roads 
to stop their cars at such crossings, regardless of whether 
or not they are located within a city or town. 

“Tt is my opinion that the Railroad Commission has no 
power to compel a steam railroad and an interurban rail- 
way to install an interlocking system in a town or city 
when the roads are already constructed. It is possible 
that at the time one of the roads is being constructed such 
power is given the commission under Section 5553 of the 
Revised Statutes of 1908, with power to determine and 
define the manner in which the crossing shall be made. 
Consent of the Common Council of the city or board of 
trustees of the town must first be procured. 

“The Railroad Commission has no power by virtue of 
subdivision 9 of said Section 5553 to require steam roads 
to construct an interlocking system where steam railroads 
and electric railways cross within a town or city, but the 
consent of the Common Council or Board of Trustees must 
be first procured.” 


Near-Side Stops in Down-Town Philadelphia. 


Effective on Sunday, July 21, 1912, the following order 
was issued from the office of the superintendent of trans- 
portation of the Philadelphia (Pa.) Rapid Transit Com- 
pany in regard to stops in down-town Philadelphia: 

“Conforming to the order of the director of public safety 
for the better handling of traffic in the down-town district, 
and to the end of avoiding unnecessary stops so as to per- 
mit of the quicker movement of cars, cars will be brought 
to a stop for passengers to board or alight only upon the 
near side of the street. For the information of the public, 
notices to this effect will be displayed upon the far side 
of all streets where cars have heretofore stopped, viz.: 
‘Cars Stop Ouly on Near Side,’ 

“Motormen and conductors will co-operate therefore 
by explaining these reasons for the change to inquiring 
passengers. 

“Rule No. 90, relating to the stopping of cars, is hereby 
isin S effective on Sunday, July 21, 1912, to read as fol- 
Ows: 

“Cars will stop only on the near side of all main streets 
to receive and discharge passengers.’ ; 

“JAMES BRICKER, superintendent transportation. 

“Approved: R. B. Hamitton, vice-president. fe 


“Note—Chairman Mitten states that, as a result of his a 
investigation of traffic conditions, the quicker movement — 


of cars and traffic made possible by the elimination of the 


far-side stop, as per order of Director of Public Safety — 


Porter, will so materially increase the capacity of the down- 
town district as to make possible the operation of a grea 
increased number of cars during the evening rush-ho 
period. ; 
“The use of the safety standard for the protection o n 
sengers on Market Street, as adopted by Director Porte 
some time since, has proved most effective, and the p 
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posed extension of the use of this device to the principal — 


loading points at the near side of streets should greatly 
add to the comfort and safety of street car patrons.” 


Instruction School in Jacksonville—The Jacksonville 
(Fla.) Traction Company has opened a school at the 
Riverside carhouse for the instruction of its trainmen. 


Advertising the Columbus Centennial.—Two cars contain- 
ing a number of people from Columbus, Ohio, are making 
a trip over the lines of the Ohio Electric Railway to adver- 
tise the Columbus centennial, which will take place in 
August. 


Fare Reduction Recommended in Pennsylvania.—The 
State Railroad Commission. of Pennsylvania has recom- 
mended the Pittsburgh Railways to reduce its fare from 
Io cents to 5 cents between Becks Run and St, Clair Bor- 
oughs and the Union Station, Pittsburgh. 


Fare Complaint Not Well Founded.—The State Railroad 
Commission of Pennsylvania has decided that the com- 
plaint of the city of Altoona against the rate of fare and 
the alleged lack of transfer privileges on the Altoona & 
Logan Valley Electric Railway, Altoona, Pa., is not well 
founded. 


Service Into Galt Resumed.—The Grand Valley Railway, 
which has not been operating into Galt, Ont., since March, 
1912, has resumed service into that place. The line was 
blocked several times during the winter, and the disastrous 
flood at Easter damaged the roadbed to such an extent 
that the repairs have only recently been completed. 


Riding on Running Board Prohibited in Providence.— 
The Rhode Island Company, Providence, R. I., has issued 
an order to prohibit passengers from riding on the run- 
ning board of its open cars. Riding on the running board 
was practised very largely by the crowds which visit the 
places of amusement at Rocky Point and Crescent Park. 
The company will also enforce rigidly the rule which pro- 
hibits passengers from standing in the vestibules of its 
closed cars. 

Arbitration in New Haven.—The questions of wages and 
conditions of service to govern the employees of the New 
Haven lines of the Connecticut Company will be passed 
upon by a board of arbitration consisting of Clarence 


Deming, representing the company; D. E. Fitzgerald, rep- - 


resenting the employees, and Judge W. S. Case, of the 
Superior Court of Connecticut, as umpire. The personnel 
of this board is the same as that of the one which passed 
upon these questions when they were up for settlement 
between the company and the men two years ago. 

Service in Ithaca—The Public Service Commission of 
the Second District of New York has served upon the re- 
ceivers of the Ithaca Street Railway an order to show cause 
why that company should not be required to resume 
service upon its Cayuga Heights line in Ithaca. The atten- 
tion of the commission was called to the fact that the opera- 
tion of this line had been discontinued without the consent 
of the commission and the company was asked to resume 
operations at once. The receivers of the road advised the 
commission that upon advice of counsel they declined to 
resume operations on the line and would co-operate toward 
a speedy hearing. 

Hearing in Regard to Additional Transfers in Brooklyn. 
—The Public Service Commission of the First District of 
New York has served upon the Brooklyn Heights Railroad 
and the Nassau Electric Railroad an order for a hearing 
on July 30, 1912, before Commissioner George V. S. Will- 
iams, on the question of whether the companies should be 
required to exchange transfers at certain points on their 
surface lines in Brooklyn in addition to those at which 
transfers are now accepted. The matter was first made 
the subject of negotiations between the commission and 
the companies, but the companies advised the commission 
that they were unwilling to establish the new privileges. 

Freight Service Between Columbus and Ft. Wayne.—The, 
Ohio Electric Railway has established a through freight 
service between Ft. Wayne and Columbus, Ohio, A freight 
car leaves Ft. Wayne at 7 p. m., loaded with shipments for 
points east of Van Wert, Ohio. As Ft. Wayne contains a 
number of wholesale houses which make daily shipments 
to points in Ohio the new service will enable the merchants 
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to place orders during the day for delivery the night or day 
following. A local freight car which delivers shipments to 
points between Ft. Wayne and Lima has also been added to 
the regular freight service. This car leaves Ft. Wayne at 10 
a. m. The return freight service out of Columbus and 
Toledo provides for deliveries in Ft. Wayne the morning 
following the date of shipment. 

Philadelphia’s Subway Powers.—Replying to a request 
from Transit Commissioner A. Merritt Taylor, City So- 
licitor Ryan of Philadelphia, Pa. has prepared an opinion 
defining the legal limits of the city’s powers in subway con- 
struction and financing. The principal points of the opinion 
are: After passage of the enabling act, referred to in the 
former opinion and necessary to confer the specific right to 
construct subways, the city may borrow funds on estimates 
of cost and earning power made in good faith and properly 
authorized by Councils. It is not necessary in order to 
make subway bonds legal that operating company should 
guarantee interest and sinking fund charges. Bonds may 
be issued as work progresses. Principal of bonds may be 
used to meet interest charges during construction. City 
of Philadelphia cannot build into another state, but may 
build to the middle of the Delaware and combine with a 
subway constructed from that point through Camden. 


Reduction in Fare to Public School Children in Galves- 
ton.—The Galveston (Tex.) Electric Company, effective on 
Aug. I, 1912, will inaugurate a half fare of 2%4 cents for 
all children up to the age of twelve years and for all public 
school children up to the age of seventeen years. L. C. 
Bradley, manager of the company, in making this an- 
nouncement, said: “It has been a custom of Stone & Web- 
ster to inaugurate this system of half fares for school 
children up to seventeen years of age and half fares for all 
children up to twelve years wherever the city in which the 
company is operating a line has a population of 40,000 or 
over. The tickets for the children up to the age of seven- 
teen who are attending the public schools in Galveston will 
be put on sale on Aug. I, at the interurban ticket office. 
All a school child needs to do to purchase these tickets 
at this rate is to present the ticket seller a certificate from 
the principal of the school he or she is attending stating 
the name and age of the child and the fact that the child 
is a member of a class in that school. The tickets have 
been ordered, and will be sold in any number desired, from 
two upward. The general children’s tickets are to be sold 
on the car by the conductors. They will apply to all chil- 
dren up to the age of twelve. Very small children and 
infants will be carried free, as at present.” 

Scope of the Pacific Claim Agents’ Index Bureau.—At 
the annual convention of the Pacific Claim Agents’ As- 
sociation, held in Los Angeles, Cal., on May 21, 22 and 23, 
1912, the Pacific Claim Agents’ Index Bureau was organ- 
ized, by-laws were adopted and officers were elected for the 
ensuing year. The bureau has issued an eight-page folder 
outlining the scope of the organization. The following 
statement is made in regard to the purpose of the bureau: 
“Tt is not the aim of this organization to defeat legitimate 
claims or embarrass honest claimants, but to eliminate the 
shyster lawyer, the unscrupulous doctor, all repeaters, 
fakers and grafters in the prosecution and punishment of 
those who practise accident fraud.” The publication also 
contains an extract from a paper, “Is an Index Bureau for 
the Prevention of Accident Fraud a Necessity on the Pa- 
cific Coast?” read before the Pacific Claim Agents’ Associa- 
tion by George Carson, claim agent of the Puget Sound 
Traction, Light & Power Company, Seattle, Wash. The 
officers of the bureau follow: President, B. F. Boynton, 
Portland Railway, Light & Power Company, Portland, 
Ore.; vice-presidents, A. E. Beck, British Columbia Electriaq 
Railway, Ltd., Vancouver, B. C.; S. A. Bishop, Pacific Elec- 
tric Railway, Los Angeles, Cal.; directors, George Carson, 
Puget Sound Traction, Light & Power Company, Seattle, 
Wash.; E. H. Odell, Tacoma Railway & Power Company, 
Tacoma, Wash.; Thomas G. Aston, Washington Water 
Power Company, Spokane, Wash.; G. N. Smith, Oregon- 
Washington Railway & Navigation Company, Portland, 
Ore.; J. H. Handlon, United Railroads of San Francisco, 
San Francisco, Cal.; W. H. Moore, Spreckels Companies, 
San Diego, Cal.; treasurer, Ida P. Newel, Portland Railway, 
Light & Power Company, Portland, Ore.; secretary, E. M. 
Miller, Portland, Ore. 
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Personal Mention 


Mr. S. W. Thom has been appointed miaster mechanic of 
the Santa Barbara (Cal.) Consolidated Railroad to succeed 
Mr. F. K. Hotchkiss, resigned. 

Mr. John L. Livers has been appointed general manager 
of the Charlottesville & Albemarle Railway, Charlottes- 
ville, Va., to succeed Mr. R. R. Case. 

Mr. T. L. Sturgeon has been appointed to take charge of 
the power installation for the entire system of the Repub- 
lic Railway & Light Company, Youngstown, Ohio. 

Mr. George E. Wadland, who has been secretary-treasurer 
of the Sarnia (Ont.) Street Railway, has also been elected 
general manager of the company to succeed the late H. W. 
Mills. 

Mr. J. D. Buckwell, contract agent of the Toledo Rail- 
ways & Light Company, Toledo, Ohio, has accepted a 
similar position with the Peoria Light & Power Company, 
Peoria, Ill. 

Mr. Marshall E. Sampsell, Chicago, Ill., president of the 
Central Illinois Public Service Company and the Central 
Illinois Traction Company, has been elected president of 
the Paris (Ill.) Traction Company. 

Mr. I. A. Battenberg has resigned as superintendent of 
the Logansport division of the Fort Wayne & Northern 
Indiana Traction Company, Fort Wayne, Ind. Mr. Batten- 
berg has been connected with the company since 1900. 

Mr. P. W. Sothman has resigned as chief engineer of the 
Ontario government Hydroelectric Commission to open an 
office in Toronto, Ont., as a consulting engineer. Mr. Soth- 
man’s resignation will go into effect on Aug. I, 1912. 

Mr. A. E. Locke, Boston Mass., has been elected presi- 
dent of the Groton & Stonington Street Railway, Mystic, 
Conn., to succeed Mr. Thomas Hamilton, who has been 
president of the company since its organization in 1903. 


Mr. W. H. Marshall will become contract agent of the 
Toledo Railways & Light Company on Aug. I, 1912, suc- 
ceeding Mr. J. D. Buckwell, resigned, whose assistant he 
has been for some time. Mr. C. H. Felker, chief clerk, has 
been appointed assistant contract agent. 


Mr. Norman James has been elected vice-president of 


the Charlottesville & Albemarle Railway, Charlottesville, 


Va., to succeed Mr. Channing M. Bolton. It is understood 
that Mr. James represents new interests in the company, 
which include Frederick C. Todd, Baltimore, Md. 


Mr. Morton F. Plant has been elected chairman of the 
board of directors of the Groton & Stonington Street Rail- 
way, Mystic, Conn. Mr. Plant is vice-president of the Chi- 
cago, Indianapolis & Louisville Railway and chairman of 
the board of directors of the Southern Express Company. 


Mr. A. C. Blinn, who was general manager of the Evans- 
ville Gas & Electric Company, Evansville, Ind., before that 
company, the Evansville & Southern Indiana Traction Com- 
pany and the Evansville Public Service Company were con- 
solidated as the Public Utilities Company of Evansville, has 


been elected secretary and general manager of the last- 
named company. 


Mr. James B, Hogarth, formerly general superintendent 
of the Chicago (Ill.) Railways Company, has resigned from 
the company. Mr. Hogarth has lately been connected with 
the statistical department of the company. Before becoming 
connected with the Chicago Railways he was with the Chi- 
cago City Railway and previous to that he was with the 
Denver (Col.) City Tramway. 

Mr. W. E. Rolston has resigned as general superintend- 
ent of the Des Moines (la.) City Railway and the Inter 
Urban Railway, Des Moines, effective on Aug. 15, 1912, to 
accept a position elsewhere. Mr. Rolston was formerly 
superintendent of power and shops of the Cleveland, South- 
‘western & Columbus Railway, and previous to that he was 
master mechanic of that company. 


Mr. W. S. Halkett has been appointed superintendent of 
train service employment of the Chicago (Ill.) Railways, 
reporting direct to Mr. Williston Fish, general manager. 
Mr. Halkett has been in the service of this company for 
twenty-two years, coming up through the operating depart- 
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ment. Before taking over the employment department he 
was in charge of the Division Street carhouse of the com- 
pany. 

Mr. James F. Hamilton has been appointed acting general 
manager of the United Traction Company, Albany, SNe yy 
effective on Aug. I, 1912, to succeed Mr. Edgar S. Fassett, 
resigned. Mr. Hamilton was formerly general superintend- 
ent of the United Traction Company, but resigned this posi- 
tion in April, 1912, to succeed Mr. T. C. Cherry as general 
manager of the Schenectady Railway. He will continue in 
that capacity with the Schenectady Railway. 

Mr. Edward Hungerford, formerly connected with the 
office of the president of the Brooklyn (N. Y.) Rapid Tran- 
sit Company, has been appointed advertising manager of 
Wells, Fargo & Company, New York, N. Y. He will be in 
immediate charge of the Wells Fargo Messenger, designed 
to promote a better understanding of the spirit and methods 
of the company among its patrons and its employees. Mr. 
Hungerford is well known as a magazine writer, particu- 
larly on railway subjects, and is the author of “The Modern 
Railroad.” 


Mr. S. M. Galiaher has been appointed assistant superin- 
tendent of the Monongahela Valley Traction Company, 
Fairmont, W. Va., in charge of Clarksburg city lines and 
Weston division with headquarters at Clarksburg. Mr. 
Gallaher was graduated from Princeton in the class of 1908, 
and has devoted the four years since his graduation to prac- 
tical education in electric railroading, having served in the 
accounting department, ticket office, carhouse, central power 
plant, substations, in the overhead construction and the 
track-laying departments, and finally taking a six months’ 
course in the railway department of the Westinghouse 
Electric & Manufacturing Company, Pittsburgh. 


Mr. P. B. Sawyer has resigned as general manager of the 
Union Electric Company, Dubuque, Ia., to become super- 
visor of the Electric Bond & Share Company’s operating 
departments with headquarters at New York City. This 
company owns and operates a number of public utility prop- 
erties in various parts of the country and is financially in- 
terested in the Union Electric Company. Mr. Sawyer re- 
signed as general manager of the Des Moines (la.) Elec- 
tric Company on Jan. I, 1912, to become general manager 
of the Dubuque Electric Company. A biography of Mr. 
Sawyer was published in the Erecrric RAtLwAy JOURNAL of 
Dec. 2, IQII. 


Mr. Thomas F. Miley, formerly general superintendent 
of the New Jersey & Pennsylvania Traction Company, 
Trenton, N. J., has accepted the position of superintendent 
of the West Chester (Pa.) Street Railway. Mr. Miley 
went to Trenton from Brooklyn in 1910, to act as master 
mechanic. A year later, under the old Johnson régime, he 
was made general superintendent, which position he held 
until the road passed into the hands of Philadelphia in- 
terests. Before becoming connected with the New Jersey 
& Pennsylvania Traction Company Mr. Miley was con- 
nected with the Lehigh Valley Traction Company, and for 
a number of years was with the Johnson interests. 


Mr. C. E. Lenhart has resigned as mechanical engineer 
in charge of rolling stock and shops of the Mahoning & 
Shenango Railway & Light Company, Youngstown, Ohio. 
Mr. Lenhart has been connected with the electrical industry 
since November, 1888. In addition to nine years’ experience 
in the mechanical and engineering departments of steam 
railroads, he has held important positions with the Buffalo 
& Lake Erie Traction Company, Buffalo, N. Y., the Le- 
high Valley Transit Company, Allentown, Pa., the Mount 
Penn Gravity Railroad and the United Traction Company, — 
Reading, Pa. He was also superintendent of the Buffalo & 
Gardenville Electric Railway. Mr. Lenhart is an associate 
member of the American Electric Railway Association. He 
has not yet fully decided on his future plans. 


Mr. S. A. Freshney has been appointed general manager 
of the Union Electric Company, Dubuque, Ia., to succeed — 
Mr. P. B. Sawyer, resigned. Mr. Freshney has been in pub- 
lic utility work for a number of years. He began his elec- 
trical career in the factory of the Brush Electric Company < 
Cleveland, Ohio. After he had served in all the department 
and acquired a thorough knowledge of the manuf: 
turing end of the business Mr. Freshney went into — 
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sales department of this company. He _ spent. sev- 
eral years in the sales department and resigned to 
become general manager of the Muskegon Traction & 
Light Company, Muskegon, Mich. Later he took charge 
of the Cincinnati office of the Fort Wayne Electric Com- 
pany, but after a short time returned to his former position 
as manager of the Muskegon Traction & Light Company. 
Subsequently he became general manager of the Board of 
Public Works at Grand Rapids, Mich., which position he 
held seven years. On May 1, 1912, he entered the employ 
of the Electric Bond & Share Company, New York 
City, N.Y: 

Mr. Alexander Leslie Black has recently joined the or- 
ganization of Ford, Bacon & Davis, New York, N. Y., as 
engineer in charge of their Southern properties. Mr. Black 
was born in New Orleans, La., in 1871. He attended private 
schools in New Orleans and New York and was graduated 
from the School of Mines, Columbia College, in 1890. He 
engaged in mining work in the West and Mexico for three 
years, and was employed for a few months as assistant 
engineer on the Topographical Survey of New Orleans. 
In 1894-5 he had charge of the reconstruction for elec- 
tric operation of the St. Charles Street Railroad, New 
Orleans, and remained with that company supervising 
operation and constructing extensions until 1901, when the 
New Orleans properties were consolidated. He has since 
been the engineer for the New Orleans Railway & Light 
Company, controlling the New Orleans street railways and 
lighting companies. 

Mr. J. F. Wessel has been appointed general manager of 
the Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio, and subsidiary companies in Ohio. Mr. 
Wessel is a graduate of the Massachusetts Institute of 
Technology. Following his graduation he became connect- 
ed with the General Electric Company, for which he had 
charge of the engineering and construction work at several 
Southern points, including the erection of large power sta- 
dons in Washington, D. C., and Norfolk, Va. Some years 
ago he severed his connection with the General Electric 
to engage in the operation of street railways, electric light- 
ing and gas properties controlled by Philadelphia interests 
and became assistant to Mr. R. D. Apperson, president and 
general manager of the Lynchburg Traction & Light Com- 
pany, Lynchburg, Va. Subsequently Mr. Wessel became 
connected with Mr. Harrison Wiliiams, of the American 
Gas & Electric Company, Federal Light & Traction Com- 
pany and Federal Utilities, Inc. 


_Mr, J. E. Hutcheson, whose appointment as general man- 

ager of the Montreal (Que.) Street Railway to succeed Mr. 
Duncan McDonald, resigned, was noted in the Exrecrric 
Rattway JouRNAL of July 
20, 1912, was born in Brock- 
ville, Ont., on Sept. 15, 
1858. He entered the service 
of the Grand Trunk Rail- 
road in 1876 as a telegraph 
operator. In 1884 he be- 
came connected with the 
Canadian Pacific Railroad 
at Ottawa as train dis- 
patcher. Later he was ap- 
pointed trainmaster of the 
company and continued in 
that capacity until 18091, 
when he resigned to accept 
the position of general su- 
perintendent of the Ottawa 
Electric Railway, which was 
then being placed in opera- 
tion. Mr. Hutcheson has 
been connected with the Ottawa Electric Railway continu- 
ously since that time. The company operates 47 miles of 
line and reaches two parks. 


OBITUARY 


_ John D. Beatty, formerly president of the Sarnia (Ont.) 
Street Railway, died in Sarnia on July 14, 1912. Mr. Beatty 
was widely known in connection with water transportation 
interests in the Dominion of Canada. He was seventy-four 


J. E. Hutcheson 


_ years of age. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 


RECENT INCORPORATIONS 


Ruskin & Morris Park Interurban Railway, Ruskin, Fla.— 
Application for a charter has been made by this company in 
Florida to build a 12-mile electric railway between Ruskin 
and Morris Park. The company’s power house will be situ- 
ated about midway between Ruskin and Morris Park and 
its repair shops will be located at Morris Park. The com- 
pany will also furnish power for lighting purposes. Capital 
stock, authorized, $850,000. Bonds, authorized, $40,000. 
Officers: M. C. Miller, president; L. L. Dickman, vice-presi- 
dent; H. C. Sill, secretary; E. C. Lyman, treasurer, and 
Leonard Wheeler, general manager and purchasing agent, 
all of Ruskin. [E. R. J., June 8, 1912.] 


*Crawfordsville & Danville Traction Company, Craw- 
fordsville, Ind.—Incorporated in Indiana to build a 54-mile 
electric railway. The route has not been determined, but it 
will probably connect Elams, Wallace, Kingman, Cayuga, 
Perrysville and Silverworth. Capital stock, $10,000. In- 
corporators: John A. Shafer, J. E. Edwards and C. B. Mar- 
shall, all of Indianapolis. 


*Morgantown & Star City Railway, Morgantown, W. Va. 
—Incorporated in West Virginia to build an electric rail- 
way between Morgantown and Star City. Surveys have 
been made. Capital stock, $10,000. Incorporators: W. K. 
Hoffman, A. C. Hoffman, D. C. Hoffman and G. B. Hartley, 
Morgantown, and R. B. Reid, Star City. 

West Virginia Traction & Electric Company, Wheeling, 
W. Va.—Incorporated in West Virginia to take over the 
properties of the City & Elm Grove Railway, Wheeling, 
and the Union Utilities Company, Morgantown, W. Va. 
Capital stock, authorized, $4,000,000. For details see the 
department “Financial and Corporate,” elsewhere in this 
issue. 

FRANCHISES 

Huntsville, Ala—The Huntsville Railway, Light & Power 
Company has received a thirty-year franchise from the City 
Commissioners in Huntsville. 

Pasadena, Cal—The Pacific Electric Railway has re- 
ceived a franchise for Lincoln Avenue in Pasadena. This 
company has asked the City Council for a franchise in the 
Rose Hill district, Los Angeles. 

Tulare, Cal_—The Big Four Electric Railway, Tulare. has 
asked the Board of Trustees for a franchise in Tulare. This 
34-mile line will connect Tulare, Visalia, Porterville and 
Lindsay. [E. R. J., June 20, 1912.] 


Belleville, I1lL—The East St. Louis & Suburban Railway, 


has asked the City Council for a twenty-year franchise in 
Belleville. 

Harrisburg, I1l.—The Southern Illinois Railway & Power 
Company has asked the City Council for a franchise in 
Harrisburg. This company has secured all the necessary 
franchises for its line from Eldorado to Carrier Mills, via 


Raleigh and Harrisburg. Thomas G. Deering is interested. 


fake toe May 11; 1012.) 

Sandwich, Ill—The Aurora, Mendota & Western Rail- 
way, Sandwich, has asked the City Council for a franchise 
within the city limits of Sandwich. 

Springfield, Ill—The Springfield Northwestern Interur- 
ban Railway has asked the City Commissioners for a fran- 
chise on Eighth Street in Springfield. 

Pittsfield, Mass.—The Berkshire Street Railway has peti- 
tioned the Railroad Commission for an extension of time 
within which to build certain extensions in Berkshire County. 

Springfield, Mass.—The Springfield Street Railway has 
received a franchise from the Board of Aldermen in East 
Springfield through Jennett Avenue. 

Winchendon, Mass.—The Templeton Street Railway has 
received a franchise from the Town Council to change the 
location of its tracks into Winchendon, from River Street 
to Front Street. 


ae 
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Yorkville, N. Y.—The Public Service Commission, Second 
District, has given its permission and approval to the Utica 
& Mohawk Valley Railway to exercise a franchise granted 
it in Yorkville, Oneida County. The order also authorizes 
the Utica & Mohawk Valley Railway to assign the fran- 
chise to the Utica, Clinton & Binghamton Railroad, the 
original lessor of the existing street railroad upon Whites- 
boro Street in Yorkville, upon condition that the franchise 
be included in the lease by the Utica, Clinton & Binghamton 
Railroad to the Utica Belt Line Street Railroad, one of the 
predecessors of the Utica & Mohawk Valley Railway. 

Hamilton, Ohio—The Cincinnati, Dayton & Toledo 
Traction Company will ask the City Council for a fran- 
chise for extensions to East Hamilton and Prospect Hill. 


Ravenna, Ohio—The Cleveland-Alliance & Mahoning 
Valley Railroad, Cleveland, has received a franchise from 
the City Council on Sycamore Street in Ravenna. This 22- 
mile line will connect Cleveland, Alliance, Ravenna and 
Mahoning. [E. R. J., Sept. 30, 1912.] 

Port Arthur, Ont.—The City Council is considering plans 
for the construction of a 7-mile electric belt line to connect 
with the main line in Port Arthur. [E. R. J., June 15, ’12.] 

New Astoria, Ore-—George A. Robinson, vice-president 
of the Chehalis & Coroltz Railroad, has received a fran- 
chise from the Council in New Astoria. The Council of 
Warrenton has also granted a franchise to Mr. Robinson, 
PER laiuly On Tore.) 

Woodburn, Ore.——The Portland, Eugene & Eastern Rail- 
way, Portland, has asked the City Council for a fifty-year 
franchise on Front and First Streets from the north line of 
the city limits to the south line of the city limits in Wood- 
burn. 


Norfolk, Va—The Norfolk City & Suburban Railway, 
which operates the Indian River road in Norfolk County 
connecting with the Berkley division of the Virginia Rail- 
way & Power Company at Campostella junction, has ap- 
plied to the City Council for permission to bring its cars 
into Berkley over the tracks of the Virginia Railway & 
Power Company. 


TRACK AND ROADWAY 


Pacific Electric Railway, Los Angeles, Cal.—This com- 
pany plans to double track its Sixty-fourth Avenue line in 
Los Angeles. 


*Washington, D. C.—Cogressman Parran, Maryland, has 
introduced a bill in Congress for an appropriation of $10,- 
000 to be used by the Secretary of the Navy to make a sur- 
vey for a single track electric railway to be built by the 
government between Washington and Indian Head, Mad., 
the naval proving ground. 


St. John’s Light & Power Company, St. Augustine, Fla.— 
Among the improvements planned by this company is an 
extension into New Augustine. A new bridge will be con- 

structed over the San Sebastian River. 


Savannah, Ga.—The Savannah Electric Company has re- 
ceived permission from the City Council to remove the 
tracks of its Best Street line from Montgomery Street be- 
tween Anderson and Forty-second Streets and relay them 
on West Broad Street between Anderson and Forty-third 
Streets. 


Fort Wayne & Northern Indiana Traction Company, Fort 
Wayne, Ind.—Work will be begun at once by this company 
on the extension of the Driving Park line to Forest Park 
boulevard in Fort Wayne. Other improvements are also 
planned. 


Gary & Interurban Railway Company, Gary, Ind.— 
This company is extending the Gary & Hammond service 
east to Garyton and Woodville, a distance of 16 miles. 
The company has arranged to take over the local business 
of the Gary Connecting Railway and will run cars from the 
steel mills to East Gary, Garyton and other points. 


*Gary, Merrillville & Southern Interurban Company 
Gary, Ind.—This company plans to build an electric rail- 
way to connect Gary, Crownpoint, Lowell, Cedar Lake 
and Merrillville. The company will be capitalized at $100,- 
ooo. Officers have been elected as follows: President, M. 
H. Castleman, Gary; vice-president, Joseph Shilto, Merrill- 
ville; secretary, M. G. Gill, Gary; treasurer, Ernest Walter 
Merrillville. 
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Chicago, South Bend & Northern Indiana Railway, 
South Bend, Ind.—This company has placed in operation 
one of its several extensions of its city railway lines. The 
new line extends into the new residential suburb and will 
eventually reach Riverview Cemetery. A second new line 
will be begun at once and several other lines will be 
double-tracked. 

Vincennes, (Ind.) Traction Company.—This company is 
improving its lines. About 2 miles of track is being recon- 
structed, the old rails being taken up and 7o-lb. rails laid. 
Other improvements of a general nature are being made to 
the property. 

Henderson (Ky.) Interurban Railway.—Burns & Com- 
pany, Chicago, Ill, have submitted a proposition to this 
company relative to the construction of the proposed elec- 
tric railways from Henderson to Corydon and from Hen- 
derson to Morganfield. Burns & Company propose to or- 
ganize a local company and agree to take part of the stock 
provided a reasonable amount of it is sold in the territory 
which the lines will serve. A committee composed of C. 
T. W. Argue, L. S. Jackman, J. W. Henson and N. Powell 
Taylor represents the interurban company in the matter. 


Louisville & Interurban Railroad, Louisville, Ky.—Most 
of the right-of-way has been secured for the extension of 
this line from Shelbyville to Frankfort. 


Davenport-Muscatine Railway, Davenport, Ia.—This com- 
pany has completed its 30-mile line between Davenport and 
Muscatine and expects to place it in operation on Aug. 1. 


Bay State Street Railway, Boston, Mass.—This company 
is relaying the tracks between Melrose and Malden with 
heavier rails. 


Boston & Maine Railroad, Boston, Mass.—This company 
has received permission from the Public Service Commis- 
sion of New Hampshire to build a 16-mile electric railway 
up Mount Washington. 


Duluth (Minn.) Street Railway.—The construction of this 
company’s line from West Duluth to the steel plant at West 
Duluth and of the Minnesota-Wisconsin belt line, which 
will connect Superior, New Duluth, West Duluth and Du- 
luth, will soon be begun. a 

Minneapolis & Northern Suburban Railway, Minneapolis, 
Minn.—The contract for the construction of its line from 
Minneapolis to Anoka has been awarded by this company 
to J. F. O’Neill & Company, Minneapolis. : 

Twin City Rapid Transit Company, Minneapolis, Minn.— 
Work will soon be begun by this company on the extension 
of its Plymouth Avenue line from Penn Avenue to Sheri- 
dan Avenue and an extension of its St. Louis Park line to 
the Calhoun baths in Minneapolis. 


St. Louis, Lakewood & Grant Park Railway, St. Louis, 
Mo.—Right-of-way is being obtained by this company to ex- 
tend its line to Sunset Inn and Fenton, on the Meramec 
River. 


Missoula (Mont.) Street Railway.—About 2% miles of 
new track is being built by this company in Missoula. All 
material for same has been received. 


Bethany (Neb.) Traction Company.—This company has 
been authorized by the Railway Commissioners to issue 
$20,000 of stock. This company was recently organized 
to build an electric railway to connect with the Lincoln 
Traction Company’s line at University Place. 

Manchester (N. H.) Street Railway.—This company is 
double tracking its Bridge Street line in Manchester. 


..*Albuquerque, N. M.—Plans are being made to build an 
electric railway between Durango, Farmington and Albu-- 
querque, taking in all the towns between these points. 
W. C. Heacock, Albuquerque, is interested. j 
Piedmont & Northern Railway, Charlotte, N. C.—Rep- 
resentatives of contracting firms are conferring with the 
officials of this company in regard to the construction of 
the 32-mile line between Greenville and Spartanburg, S. as 
Fargo & Moorhead Street Railway, Fargo, N. D.—Wor k 
will be begun at once by this company on its Moorhead 
pies extension. This company will construct the 1 
itself, ha 


Grand Forks (N. D.) Street Railway.—The citizen 


“ 
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tion of a 3-mile line from Bemidji to Nymore, by this com- 
pany. 

Cleveland Underground Rapid Transit Company, Cleve- 
land, Ohio.—W. R. Hopkins, head of this company, which 
was organized to build a subway in Cleveland, is now in 
the East in connection with the problem of financing the 
proposition. He is said to have received a report on the 
proposition from Ford, Bacon & Davis. The plans must 
be approved by the Public Service Commission. 


Columbus, Urbana & Western Electric Railway, Colum- 
bus, Ohio.—L. P. Stephens, receiver of this company, has 
been authorized to issue $286,000 of receiver’s certificates 
to provide funds to extend the line to Dublin and the 
Girls’ Industrial Home near Delaware. The extension will 
be 12 miles long and will make the total length of the 
railway 20 miles. 


Portsmouth Street Railway & Light Company, Ports- 
mouth, Ohio.—Surveys will be begun at once by this com- 
pany on its extension from Sciotoville to Hanging Rock. 


Ephrata & Lebanon Street Railway, Lebanon, Pa.—This 
company has decided to complete the line between 
Ephrata and Lebanon. A portion of the line extending to 
Hopeland has been placed in operation, a storage-battery 
car being used. 


Philadelphia (Pa.) Rapid Transit Company.—This com- 
pany expects to build a cross-town line in West Philadel- 
phia, between Fifty-second Street and Sixtieth Street. 


Valley Street Railway, Sharon, Pa—Plans are being pre- 
pared by this company to double-track its line from Thorn- 
ton Hollow trestle in North Sharon to the Sharpsville 
Borough line on North Sharpsville Street. 


Tarentum, Brackenridge & Freeport Street Railway, 
Tarentum, Pa.—This company’s line between Tarentum 
and Birdville was placed in operation on July 12. Power 
is furnished from the plant of the Pennsylvania Salt Com- 
pany, Natrona. 


Fairchance & Smithfield Traction Company, Uniontown, 
Pa.—This company has awarded a contract for the con- 
struction of a 1-mile extension of its line from York’s Run 
to Collier to James A. Walters, Fairchance. 


Chicago, Burlington & Quincy Railway, Deadwood, S. 
D.—Grading will be begun at once by this company on 
its 1-mile extension from its present terminus on Main 
Street to the City Park south of the city limits of Lead. 


Memphis (Tenn.) Street Railway.—Work has been be- 
gun by this company on the extension of its Jackson Ave- 
nue line through Speedway Terrace, a distance of about 
1¥%4 miles. 

Nashville-Gallatin Interurban Railroad, Nashville, Tenn. 
—This company is considering the extension of its line 
from Gallatin to Adairville, and Russellville. This is in ad- 
dition to the proposed extension to Bowling Green. The 
Gallatin line will be in operation in three months, accord- 
ing to H. H. Mayberry, president of the company. 


*Texarkana, Tex.—Fred W. Offenhauser, A. S. Watling- 
ton, W. M. Bloxham, Ben M. Foreman, Louie Heilbron, R. 
W. Rodgers, A. C. Stuart and P. W. Terry, Texarkana, are 
the principal prompters of the movement to build an elec- 
tric railway between Texarkana and Clarksville, to connect 
at Clarksville with the line being projected between Clarks- 

- ville and Sherman. 


Washington-Oregon Corporation, Vancouver, Wash.— 
Surveys have been begun by this company on its line 
from Sifton to Hockinson. 


Walla Walla (Wash.) Railway.—Surveys are being made 
by this company for a new line from Hudson Bay to Free- 
water. This is the third proposed line the company has 
surveyed, The first of these lines would leave the present 
right-of-way at State Line, the second would leave from 
Sunnyside and the third from Freewater. 

Charleston (W. Va.) Interurban Railway.—This com- 
pany has awarded a contract for the construction of its 
line from Charleston to St. Albans to Patrick Board, 
Charleston. Preliminary work has been begun. 

_ Parkersburg, Marietta & Interurban Railway, Parkers- 
burg, W. Va.—This company plans to extend its lines 
from Beverly, the present terminus, to McConnellsville. 
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Milwaukee Electric Railway & Light Company, Mil- 
waukee, Wis.—Steps are being taken by this company to 
extend the Milwaukee, Racine & Kenosha Electric Rail- 
way south as far as Waukegan, with the ultimate view of 
building to Chicago. 


SHOPS AND BUILDINGS. 


British Columbia Electric Railway, Vancouver, B. C.— 
This company plans to buid a new passenger station at 


Eburne. One of the company’s carhouses in Vancouver was 
destroyed by fire recently. None of the rolling stock was 
destroyed. 


Northern Electric Railway, Chico, Cal—The main repair 
shops of this company will be*moved from Chico to Sacra- 
mento as soon as a suitable site can be found and buildings 
erected. : 


St. John’s Light & Power Company, St. Augustine, Fla.— 
This company plans to build a new office and waiting room 
over the seawall at the foot of King Street, St. Augustine, 
to take the place of the office structure which has been re- 
moved from this site. 


Savannah (Ga.) Electric Company.—A new passenger 
station will be built by this company within the next few 
months at Sandfly. 


Southern Traction Company, East St. Louis, Ill.—It is 
reported that this company, which was incorporated to 
build a line from Chicago to Duquoin, Ill., has purchased 
two blocks of ground on Baker Street, between Twenty- 
first and Twenty-third Streets, Chicago. It is understood 
that the property was purchased as a site for repair shops 


,and buildings. 


Illinois Traction System, Peoria, Ill.—Improvements 
which will include an entire change in the location of the 
different offices, operating and shipping departments and 
which will entail expenditures exceeding $25,000 are now 
being made by this company in Springfield. 


Chicago, South Bend & Northern Indiana Railway, 
South Bend, Ind.—Plans have been announced by this 
company for the immediate construction of a passenger 
and freight station on Fourth Street, Mishawaka. 


Des Moines (Ia.) City Railway.—Work will soon be be- 
gun by this company on a new interurban depot in Des 
Moines. 

Hutchinson & Western Interurban Railway, Indepen- 
dence, Kan.—It is stated that freight terminals will be built 
by this company at the edge of the city west of Jackson 
Street. ' 

Minneapolis, St. Paul, Rochester & Dubuque Electric 
Traction Company, Minneapolis, Minn.—This company is 
reported to have purchased property along Holden Street, 
Minneapolis, for terminal purposes. 


POWER HOUSES AND SUBSTATIONS 


..East St. Louis, Columbia & Waterloo Railway, East St. 
Louis, Ill._—Work has been begun by this company on a 
brick substation in St. Louis. The structure is one-story 
and will be 55 ft. x 30 ft. G. C. Murphy Construction Com- 
pany, Murphy Building, St. Louis, Mo., has been awarded 
the contract. 

*Oklahoma City Land & Development Company, Okla- 
homa City, Okla—This company has arranged with the 
Oklahoma Railway Company to purchase power with which 
to operate its line to Northeast Park. 

West Penn Traction & Water Power Company, Pitts- 
burgh, Pa.—This company has awarded a contract for the 
erection of a dam and power house on the Cheat River, 
West Virginia, near the Pennsylvania line, to the T. A. 
Gillespie Company, Pittsburgh. The development is re- 
ferred to in the department “Financial and Corporate” else- 
where in this issue in the article “Sale of the Wheeling (W. 
Va.) Traction Company.” 

Roanoke Traction & Light Company, Roanoke, Va.— 
The Roanoke Traction & Light Company has closed a con- 
tract with the Appalachian Power Company by which the 
latter will furnish current to the former. Current will be 
delivered by the Appalachian Power Company to the sub- 
station of the Roanoke Traction & Light Company in 
Roanoke. 
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Manufactures and Supplies 


ROLLING STOCK 

Elmira Water, Light & Railroad Company, Elmira, N. Y., 
is reported to be in the market for eight cars. 

Michigan United Traction Company, Jackson, Mich., has 
placed an order with the G. C. Kuhlman Company, Cleve- 
land, Ohio, for twenty 28-ft. vestibuled pay-within-car 
bodies. 

Indiana Union Traction Company, Anderson, Ind., has 
specified the following details for the ten combination in- 
terurban cars now being built for it by the Cincinnati Car 
Company: 


Seating capacity..........48 Gongs.. Keystone pneumatic 
Length over vestibule, Hand brakes.........Ackley 
58 ft.9 in. Heaters..........Peter Smith 


Width over sills...8 ft. 9 in. Headlights, 
Height, rail to sills..3 ft. 7 in. G, FE. luminous are 
Sill to trolley base......9 ft. Motors, type and number, 


Bod yiknien vesincnitee owes Metal West, 303, 4 per car 
Interior trim...... Mahogany Motors ......... Inside-hung 
PLeadlinine’ ty sale sai smtCCly ReOISTENS ay scum. cau cyt in Ohmer 
BROOS sin irrsig shui stunts Arch type Sanders........ Keystone air 
Underframe ....... :+Metal Sash fixtures.........Dayton 
Air brakes.. .. Westinghouse Seats, style... Hale & Kilburn 
Car trimmings..Persian brass : e > 
Seating material....... Plush 
Control, type....H. L. West. St ' 1 TT tanvant 
Couplers..Tomlinson M.C., B. PED) SEER OS's jieiy Vea’ DAVE OR 


Curtain fixtures..... Forsyth rolley catchers, 

Curtain material...Pantasote Knutson No, 2 

Destination signs, Trucks ....Standard C-80-P 
I. U. T. standard Ventilators......Cin, Car Co. 


TRADE NOTES 


Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has received an order from the Pacific Gas & 
Electric Company, San Francisco, Cal., for a 1000-kw. two- 
bearing, synchronous motor-generator set consisting of one 
1000-kw, 550-700-volt, 514 r.p.m. direct-current generator, 
and one 1440-hp, 2300-4000-volt, three-phase, 60-cycle syn- 
chronous motor complete with switching equipment. 


Speer Carbon Company, St. Marys Pa., has recently com- 
pleted extensive shops at St, Marys for the manufacture of 
carbon brushes. The factory is equipped with the latest 
machinery and is considered a most up-to-date plant for the 
manufacture of brushes. The company states that it is 
to-day making about 40 per cent of all the motor and gen- 
erator brushes used in the United States and that it has a 
very large export trade which is growing rapidly. Con- 
nected with the works is a modern testing department which 
contains apparatus for testing the co-efficient of friction, the 
breaking strength, voltage drop, hardness, and, in fact, all 
the latest devices for testing carbon brushes. 


Hall Signal Company, New York, N. Y., will be reorgan- 
ized in accordance with the modified plan of the readjust- 
ment committee, more than 90 per cent of the stockholders 
having approved the proposal. Under the new plan, capi- 
tal issues are increased from $2,250,000 to $6,500,000. ‘This 
will assure the new corporation $1,000,000 of fresh capital. 
Of the new capitalization, $1,000,000 will be in 6 per cent 
twenty-year convertible debentures, as against a former 
funded debt of $250,000 of 6 per cent first mortgage bonds 
due 1915; $2,250,000 will be 7 per cent cumulative preferred, 
comparing with the old $100,000 of 6 per cent non-cumula- 
tive issue, and $3,000,000 will be common stock. The exist- 
ing common stock amounts to $1,900,000. 


Imperial Car Company, Hamilton, Ont., the incorporation 
of which was noted in the Execreic Ramway Journat 
of July 6, 1912, has been succeeded by the National Steel 
Car Company, Ltd. organized under the laws of Canada 


‘with an authorized capital of $6,000,000, of which $3,000,000 


is 7 per cent cumulative preferred stock and $3,000,000 com 
mon stock. Among the directors of the company are: W. 
G. Ross, president of the Quebec Railway, Light & Power 
Company; G. H. Cahan, Montreal, president of the Western 
Canada Power Company; Sir Henry Pallatt, and Basil 
Magor, Passaic, N. J., president of the Magor. Car 
pany. The plan is to erect a car-building plant on 
acre site at Hamilton, 
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J. G. White & Company, Inc., New York, N. Y., have 
been retained as engineers and contractors by the Georgia- 
Carolina Power Company on the hydroelectric develop- 
ment at Stevens Creek, on the Savannah River, about 9 
miles northwest of Augusta, Ga. The power house will be 
at the Georgia end of the dam, and for the ultimate instal- 
ment its length will be about 360 ft. The length of the 
dam will be 2300 ft., the spillway section of which will be 
about 2000 ft. long. The ultimate installation will be 18,000 
kw in ten main units, with 200-kw waterwheel-driven ex- 
citer units and one 200-kw motor-driven exciter, Trans- 
mission lines will be constructed to Augusta, 10 miles, and 
from Augusta to Graniteville, S. C., 17 miles, making a total 
of 27 miles, to be operated at 33,000 volts. The generation 
voltage will be 2300, 

ADVERTISING LITERATURE 

Trolley Supply Company, Canton, Ohio,, has issued a 
circular in which the Ideal trolley catcher and the Peerless 
check valve are described and illustrated, 

J. A. Fay & Egan Company, Cincinnati, Ohio, manufac- 
turer of woodworking machinery, has issued Catalog No. 
86, in a size convenient for handy reference. In its 352 
pages are illustrated and described all of the many improve- 
ments made by this company in woodworking machines 
during the past year. The catalog is intended for distribu- 
tion among owners and users of woodworking machinery. 

Crocker-Wheeler Company, Ampere, N. J., has issued 
Bulletin No. 149, in which its form H direct-current motors 
and generators of 50 hp and larger are described and illus- 
trated, These machines have commutating poles and re- 
place the C-W form D direct-current machines of the pedes- 
tal type. They are more compact than the form D ma- 
chine and are therefore better adapted for application to 
machinery of all kinds. 

Continuous Rail Company, New York, N. Y., has issued 
a publication in which its compound or composite rails 
“Romopac” and “Ramledo” are described and illustrated. 
The history of the continuous rail covers its introduction 
in Europe, where it has been laid in Paris and Leeds. 
After the rail had been thoroughly tried out in Europe it 
was accepted and installed, as previously described by the 
Execrric Ratway Journat, by the Chicago City Railway 
and Chicago Railways. 

McKeen Motor Car Company, Omaha, Neb., has issued 
a seventy-four page booklet descriptive of the McKeen 
gasoline cars, There are 124 of these cars now in service 
on forty-seven railroads and repeat orders have been re- 
ceived from sixteen of these roads. The publication con- 
tains exterior and interior views of a number of the cars 
as they appear in service and plans and elevations of the 
standard types of cars which give the principal dimensions, 
It is concluded with reproductions of letters received from 
users of the McKeen cars, 


L. B. Stillwell, New York, N. Y., consulting engineer, has ‘ 
recently published a very handsome pamphlet entitled “Steel 
Cars, Side Truss Construction.” The pamphlet is descrip- 
tive, of course, of the Brinckerhoff type of unit-panel side 
truss form, as represented in the cars of the Hudson & 
Manhattan Railroad and the New York, Westchester & — 
Boston Railroad, which were designed by the firm of L. B. 
Stillwell. The pamphlet also discusses analytically the prob- — 
lem of car construction from the standpoint of the safety — 
and comfort of passengers and cost and describes all of the 
framework of the two cars mentioned, It is thoroughly — 
illustrated and was prepared for the firm of L. B. Stillwell — 
by Otis Allen Kenyon, is 

The J. G. Brill Company, Philadelphia, Pa., has made the 
article “Conditions Which Govern the Type of Car 
City Service in Providence, R. 1,” the feature of the B 
Magasine for July, ro12, The other articles in the Ju 
issue include the following: “Initial P.-A.-Y.-E. Equip 
for Portsmouth, Ohio,” “Fifty Double-Truck Open Car, 
Washington, D, C.,” “Cars for Buenos Aires, A 
“Cars for New Line from East St. Louis to | 
“Semi-Convertible Cars for New England Interur 
“Virst P-A-Y.E. Cars for Chillicothe, Ohio,” 
lquipment for Campinas, Brazil.” B. S. Josselyn, 
of the Portland "Railway, Light & Power Comp 
land, Ore, is the subject of the ral ske 
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CITY AND INTERURBAN CARS / We! 


The Stepless Car 


NYONE who has seen the Stepless Car in operation on the Broadway 
A Line, New York, has been immediately impressed with the entire 
practicability of the design to the peculiarly difficult traffic situa- 
tion of that busiest of all busy thoroughfares and, after entering it and hav- 
ing the unique sensation of getting into a street car without effort, finding a 
roomy vestibule and a comfortable, attractive, sanitary and well ventilated 
interior and noting that the motorman cannot start the car till the doors are 
closed, nor can the doors be opened by the conductor till the car is brought 
toa standstill, one cannot fail to realize that the Stepless Car is a thor oughly 
developed type, with safety to passengers and pedestrians as the basis of 
its design, and the comfort of passengers and efficiency of the crew tremen- 
dously increased. If the observer is a street railway man, he naturally 
is interested to know how the car would suit his own traffic and operating 
requirements, and, whether he is the manager of a large or small city 
system, we will be glad to take up any question on the subject on which he 
may desire information. We are the builders of Stepless Cars under the 
Hedley-Doyle designs and Patents controlled by the Prepayment Car 
Sales Company. 


Tl THE J. G. BRILL COMPANY , G. CG. KUHLMAN COMPANY 
W Philadelphia, Pa, ; Cleveland, Ohio 


MERICAN CAR COMPANY _ WASON MANUFACTURING COMPANY 
: u , Mo. Springfield, Mass, 


IN STEP ae COMPANY COMPAGNIE J. G. BRILL 
a hy I Paris, France 
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Two Years’ Operation on the | 
Washington, Baltimore and Annapolis Lines | — 


Prove Exceptional Reliability and Econ- ei 4 
omy of 1200 Volt D. C. Equipment | ‘ 


@ The cars equipped with G-E-205 Motors and Type M Control have oe 
now operated over 130,000 miles each, with the following results: ee: 
Original brushes on G-E-205 motors show less than 4g inch 
wear and no brushes have been removed. | 44, 
No brushes on dynamotors have been removed. = 
No brushes on CP-29 Compressors have been removed. 
No contacts or arc shutes have been replaced on the 
Sprague G-E Type M Control. 
@ In addition to the low car barn expenses indicated above, the sub- =f 
station repair expenses have been practically nil and the cost of “a Rev 
power has been reduced to less than 3.6 kw. hours per car mile 
with 39-ton cars operating at 45 miles per hour. 


q Flexibility is another feature of the 1200 volt system whick4 is 
illustrated by this road. The cars are run into Washington on 
the 500 volt underground conduit system, thus eliminating the 
inconvenience and delays due to changing cars at the White — 
House Interurban Depot, and also operate in Baltimore on 
600 volt single overhead trolley. | 


Bulletin and further information on request. 


General Electric compasty 
Largest Electrical Manufacturer in the World __ Sees m/ 


Principal Office, Schenectady, New York 
Sales Offices in All Large Cities © 


piles Offices in 


i es oa Si a Tenn. Pa. 
altimore, Md. icago, Ill tn 

Birmingham, Ala. Cincinnati, Ohio tadlinatiis ae 
seg oe ; Sicveland. Ohio 

oston, Mass. olumbus, Ohio Kn ] f 
Buffalo. Davenport ee a Gai 
Butte, Mont Dayton, Ohic Louisville, Ky. 
Charleston a Wa. Denver. Colo. Memphis, Tenn. 
Charlotte, N. C. Detroit, Mich Milwaukee, Wis. * 
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